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English Railroad Station. 

The first of the engravings published with this number of 
the Railroad Gazette representsa type of what may be 
called a wayside station which is very common in England. 
The engraving is a copy of a lithograph published by Messrs, 
Geo. Smith & Co., proprietors of the Iron Foundry, Glas- 
gow. {tis intended for a double-track line. the platforms 
of which are clearly shown in the engraving. These are 
covered by a giass roof supported on iron columns. The 
general arrangement of this roof is so distinctly repre- 
sented by the _ illustrations as 
scription. The two platforms are inclosed by the station 
buildings oneach side. These have, of course, the usual 
offices, waiting and other rooms, and may be -one or two 
stories high. The advantage of having the buildings and 
roofs arranged in this way is that the former and the spaces 
covered by the roofsare all well lighted, and the track being 
open the smoke from the engines can escape freely. The 
result is thatthe whole of both platforms is flooded with light. 


| all it holds water. A linen shirt dries (that is, loses its water 


| when damp or wet) very rapidly, but a woolen cloth loses it | 
slowly, and so cools the body slowly. 

No thick cotton clothes will take the place of some woolen | 
ones—every man should wear a woolen (no imitation) shirt | 
in winter, and all out-door railroad men should bave two or | 


| three. The reason for wearing two or three shirts, even if. 
' they are not thick ones, as they need not be, is this: between 


each pair of shirts there isa large air space which when | 


_ filled with hot air from the body is so much added to a man’s | 


| 





climate. It requires several days for a Rocky Mountain | 
cold wave to reach New York because there is so much air 
between it and us, and as it reaches Chicago before it 


reaches New York, so doesa cold, chilly day reach a man,'* 


with a single shirt quicker than it does a man with two or 
three light, soft woolen shirts. Such a man carries more 
climate about him, which is the very lightest thing he can 


| carry in the way of clothes 
to require no de-| 


The engineer and the fireman will do wisely, perhaps, to 
have a very soft, light piece of lamb’s wool cloth sewed 
over the breast of their under-shirts ; it should not, how- 
ever, be too thick nor too warm a piece—just warm and 
thick enough to protect the chest when he is obliged to open 
the cab window. The fireman wovld do better, perhaps, to 
put his extra woolen between his shoulders, as he is often 
most exposed from draughts from the rear or side of the en- 
gine. Both he and the engineer—almost every engine-man 


and their appearance is remarkably cheerful and bright. | —should wear a bandage over the kidneys and bowels, which 


company refunds premiums in paying losses; why then 
should a railroad or express company do so? If you can 
give this inquiry space in your columns you will oblige 
A SUBSCRIBER. 

[The insured pays his money for insurance, and gets 
what he pays for. The shipper pays his money for 
transportation, arid unless he gets the goods at desti- 
nation he does not get what he paid for. It is true 
that his payment includes insurance, but that. part of 
it is “but infinites imal usually. —EDITOR RAILROAD 
GAZETTE. | 


’ The Political Outlook of Railroad Questions. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

Your article upon the “ National Government and the 
Railroad ” suggests to'- my mind the question whether it 
would not be a useful work at this time to review in detail 
the course of the popular movement and the resulting legis- 
lation upon railroad questions in Iowa. The reaction in that 
state is quite certainly a typeof what will take place in the 
greater political field unless something is done to enlighten 
the mind, not so much of the average voter as of the more 
intelligent and influential one. The more intelligent men 
who have no special (i. ¢., detailed and accurate) knowledge 
of railroad economy have already largely prejudged the 
questions of most vita! importance. 

I see evidences of this fact wherever and whenever these 





ENGLISH WAYSIDE RAILROAD 


Designed by Geo. Smith & Co., Sun Foundry, Glasgorr. 


STATION. 


At nearly all wayside stations on English roads the two | is the only means I have yet discovered for preventing kid- 
platforms are connected either by a subway or tunnel or by | ney and bowel pains on hard riding roads or engines, where 


an overhead bridge. The second engraving represents one 
of the latter, designed by Mr. J. R. Fletcher, Engineer of 
the Northeastern Railway. The cost of thisin England, it 
is said, would be about £200, or $1,000. The station build- 
ing is different from the one illustrated in the other en- 
graving, but the bridge could be applied to either. 








Sontributions. 


The Health of the Man on the Railroad. 


To THE EDITOR OF THE RAILROAD GAZETTE: 





| the run is through a rather damp climate or on low-lying or 
| river lands. Nocareless or forgetful man should put on 
such a bandage, because the dangers of forgetting it on a 
chilly day might outweigh its use oa other days. 
Conductors, especially freight conductors and brakemen, 
| should not have too many buttons on the outer coat, because 
| it should be loosened and the lappets thrown back whenever 
| they are to stay in the caboose for a quarter-hour; and Iam 
| of opinion that they will find a pair of whiskers much safer 


—— | than any sort of throat wrap. Cultivate especially the 


| throat locks. 
The Cab.—The cab is only a larger suit of clothes inclos- 


His Clothes.—Good winter clothes need, above all other | ig also the head, and for this latter reason a very danger- 


qualities, to contain plenty of air and to hold water well. 


ous suit. The cab must be warm, but if kept too hot, and 


To many who have never thought much about their clothes, | the air shut out, it makes a fine trap for catching a cold. 
these will seem rather odd tests for dry, warm clothes, yet | It is a shame that more attention is not given to proper ven- 


there is uot a particle of doubt about them, because they | 
have been found out to be the true tests both by scientific | 


men using very carefully made thermometers, and by prac- 
tical men whose thermometers were their own feelings of 
being hot, chilly or cold. 

A suit of clothes is a house, and like a house is warm when 
itis fullof warm air. A suit of clothes isa house witha 


stove in it (the body itself) which burns bread, but especially | 
butter and such fats as suet gravy, sound, weil-cooked pork | 
He must bea very green railroad man , 


and fried bacon. 


who has not found this out. Soft clothes with large meshes 


like the best woolen shirts are warmer than any others. | 
Thick clothes made of a hard, close-twisted thread or fibre, | 


woven close and hard, are not warm evenif made of the best 
wool. The amount of warmth in clothes depends, as we have 
said, on the air-spaces in them, and the amount of air they 
will hold, and prevent from escaping too freely. The air 
must escape however—as it does through the walls of a 
house. Air-tight india-rubber clothes keep in the sweat and 
make the body hot and wet. The value of wool is that it 
has a soft thread, makes a loose texture or cloth, and above 


tilation of cabs, from which men must often jump into a 
most dangerous atmosphere. Close cabs are fine experi- 
ments in causing pneumonia—with plenty of whiskey in 
them one could hardly have better conditions for producing 
colds, bronchitis and acute ague diseases. 

HYGIENE. 








Does Insurance Cover Freight Prepaid as well as the 
Goods ? 


New Or.eEans, La., Dec. 6, 1881. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I would like to obtain the opinion of some of your readers 
regarding the following: A shipment of goods is made 
either by express or railroad freight trains (say from A. to 
B.) on which the charges are prepaid to destination by the 
owners. While en route to B. these goods arefdestroyed by 
fire. The owner makes claim on the carrier for the value of 
| the goods, including in his bill of damages the amount pre- 
| paid. Isitstrictly correct that this amount be refunded 
| him? Should it not be regarded as a premium paid its car- 
| riers for the safe transport of the goods? No insurance 








questions are agitated; but I will give but one illustration. 
In a conversation (in Chicago) with an able young lawyer, 
not without legal experience and of a peculiarly reasonable 
and dispassionate mind, he urged the necessity for state su- 
pervision of rates on the ground of definitely-stated facts of 
discrimination—such facts as the Railroad Commission of 
either Massachusetts or Iowa would be quite competent to 
care for by a few words of inquiry and advice. The conver- 
sation ended in my friend’s expression of a desire to look 
more carefully into the subject; but evidently his mind (and 
his influence) had been given a strong bias in favor of legal 
control over transportation by mere lack of knowledge of a 
few simple principles. That be should have understood these 
principles, however, would have been strange, when railroad 
men in high positions are found criticising the action of 
other roads on assumptions which are their exact opposite. 
There isstill, it seems to me, a lingering belief in the railroad 
mind that some if not all kinds of rates, especially passen- 
ger rates, can be got at by taking the total expenses 
asa basis and dividing them by the number of pounds or 
passengers to be carried. Of course no one makes this mis- 
take in practically dealing with any one rate; but it is still 
possible to act wisely and have most erroneous philosopbi- 
cal notions.* Notwithstanding all that has appeared in the 
Gazette abcut the reasons and the widely extended experi- 
ence upon which freight-rate methods must and do ‘rest, I 
doubt if any sufficient body of railroad men are prepared to 
defend these methods on those solid grounds which the 
Gazette has done much to uncover. 

Many men, I take it, have felt little interest in knowing 
these grounds, and yet would turn to twenty or fifty falla- 
cious and spurious reasons to support their action in regard 
to rates before they would put forward and rest on the sim 


* One of these erroneous philosophical ideas arises in many 
earnest but strictly American minds from the confusion of the 
idea of equality with the idea of justice—which is simply the 
giving to each what is due him, leaving to be settled t those 

ues are. For one I doubt whether we are bound to treat even 
the freedom of conscience as equal for all men, simply because 
the facts of that freedom differ tly in different s: and 
yet we are bound to give to each his due freedom. 
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ple plea that their action was, in fact, economically neces- 
sary. It appears to me it is not too early to suggest the dan- 
ger which threatens so great an interest, whose vital ques- 
tions have been prejudged without a hearing by those who 
may soon be called to act upon them; and the need of some 
practical measures for, at least, making the intelligent voter 
familiar with the history and results of experiments in all 
countries in the arbitrary interference with so vital an in- 
dustry as transportation. 

I very much fear that one reason why some railroad men 
rest so quietly under this state of things is their false reli- 
ance on measures which mores than any other strongly prej- 
udice their cause in some intelligent and inquiring minds. I 
refer to those rumors and facts that legislators and newspa- 
per editors could be converted in silence without the use of 
any wordy arguments that need reach the ear of the gene- 
ral public. Idid not know the fact, but was informed by 
an intelligent citizen interested in political questions, but in 
no way coanected with railroads, that certain roads supplied 
the judges of state and even of the United States courts with 
long term free passes. A free passin the hands of a judge 
before whom a railroad question was that day to be tried 
would be ont of the most unanswerable arguments, to many 
minds, which could be possibly invented. 

Iam well aware that even the head of a most prominent 
legislative railroad committee (not of any one Western state) 
has ewacted a free pass and its return after being taken from 
the hands of persons who were using it improperly; but it 
seems to me that as to this case, railroad men should be un- 
willing victims rather than seek early martyrdom by send- 
ing out such passes on the first day of the new year. 

There are no graver dangers than the practices of those 
men who are Ephraims wedded to corrupt methods, which, I 
believe, the better spirit of to-day would cast utterly 
away. 

And only second to these is the want of knowledge of the 
principles of railroad economy on which alone the battle 
with public prejudice must be fought. OBSERVER. 





The Early History of Railroad Signals and Telegraphs. 


{Translated for the Railroad Gazette from Baron von Weber’s 
work on “ Railroad Signals and Telegraphs.”*| 





(Concluded from page 696.) 

The first distant signal* was constructed by Engineer Cur- 
tis in 1836, on the line built by Stephenson between London 
and Birmingham, and was erected for the protection of the 
chief terminus at Euston Station, London. 

By 1840 they had spread over almost every English rail- 
road. One great difficulty was encountered in the operation 
of distant signals (we shall retuin this title for this class of 
signals), the great practical value of which soon caused them 
to be recognized as one of the chief elements in security of 
operation, viz,: the important changes in length which the 
long wire pulls were subject to in consequence of variations 
of temperature. In cases of considerable expansion, they 
would finally make the apparatus unavailable, or what was 
worse, they would cause the display of doubtful or false 
signals. 

Most of these contrivances were so constructed that their 
movement in one direction was caused by the wire pull, in 
the opposite direction by a counterweight, which stretched 
the wire. By this method of construction the advantage 
was gained, that in case of a fracture of the wire the coun- 


terweight would always set the signal at ‘‘ danger” and only | 


a stoppage of the trains and no accident could result. 

This difficulty could be avoided by duplicating the wire, 
so that one pull worked in this, the other in the opposite 
direction, and both thus maintained a certain elasticity ; 
but the above described advantage, which all English ex- 
perts considered of the greatest value, i. ¢., the setting of 
the signal at ‘‘danger” in case of damage to the wire, was 
lost, and these double pulls, considered dangerous, came but 
little into use. 

On the other hand, the engineers coucerned themselves 
with the problem, not easy of solution, how to construct a 
satisfactory, simple and practical apparatus, through 
which without influencing the operation of the signal, the 
effects of changes in temperature could be rendered harm- 
less. To some extent the demand was met by Bayley’s ap- 
paratus, in which the lever by which the signal was oper- 
ated worked by means of a ratchet that could be lifted by 
the band, in a spur wheel, which turned loose on the axle of 
the lever, and over this ran the end of the wire pull, for 
which a chain was substituted. 

On this chain the tension weight was suspended in a well, 
wherein it rose or fell, and turned the spur wheel as the 
weather affected the wire. If the signal was to be worked, 
the lever was latched into the wheel and the latter turned, 
whereby the wire together with the signal was set in motion. 

Somewhat later, but still between 1840 and 1850, a series 
of contrivances by Perrot, Montegut, Roberts, Goubet, 
Bara, Rousseau, Anderson, Baranowsky, Stevens,+ and 
others, appeared, the use of which has spread more or less 
on the English and French railroads, 

Only five arrangements of the kind haveshown themselves 
really practical and commendable. The oldest among them 
appears to be the Sturrock} apparatus, used on the Great 
Western Railway as early as 1842, and now chiefly in use 
on the Northern Railroad of France. In this, the wire pull 
is divided in the centre, and by means of an open catch a 
tension weight is attached, which rises or falls according to 





* Mechanics’ Magazine, 1840. 
+ Perdonnet—Traité Elémentaire, etc., 1, p. 606. Goschler— 
Exploitation des Chemins de fer, IT.. 111. 
“a. ee Travels, 1851. Perdonnet—Traité Elémentaire, 
, 606. 
Goschier—Traité Pratique, etc., vol. II., 126. Signal Book of 
the Chemin de fer du Nord. 


| the variation in the length of the pull, and only when raised 
| by the lever enables the counter balance to set the signal at 
| danger. Ifthe wire breaks the latch hookletsthe weight fall 
| and the signal is automatically placed at ‘‘stup.” The second 
| of these contrivances is that of Julien, first brought into opera- 
| tion in the year 1852 on the Paris & Lyons Railroad.* It is 
| one of the best constructed of all. A weight hanging ina 
| small cast-iron well sunk in the ground holds the wire there 
in tension, 

This weight hangs on a chain with very small links, which 
works downward through an eye, narrow at the bottom and 
attuched to the lever. If the lever is raised, the chain is 
caught in the narrow end of the eye and the signal may then 
be operated by the lever. 

The third is the Robert apparatus, now principally used in 
England and manufactured in large numbers by Saxby & 
Farmer, the great manufacturers of signaling apparatus in 
London, and by Anderson in Dublin. The wire is stretched 
by a weight, pulling on the axle of a wheel upon which the 
chain with which the draw wire ends is rolled. The edge of 
this wheel is here toothed, and turns under a catch on the 
lever which by means of a movement of the hand (similar to 
that by which the throttle-valve lever of a locomotive is set 
free) is pressed into the teeth, so that the wheel can then be 
turned and the signal set. 

The fourth arrangement, ‘‘ Steven’s patent,”+ is of very 
recent date, but is rapidly coming into very extended use, 
and is manufactured in large numbers by Courtney, Stevens 
& Co. in London. Inthis contrivance the chain with which 
the pull wire terminates runs over a roller that is attached 
close under the handle of a starting lever toothed on one 
side, and carries a light weight passed over the lever, and 
like it toothed on the inside. If the lever is inclined for- 
ward, the projecting teeth do not‘engage each other, and the 
wire can expand and contract at will; but if the lever be 
grasped to work the signal, the teeth engage one another as 
the lever is thrown back and the lever and wire pull are 
firmly connected together. 

The most scientific and simplest is the fifth contrivance,} 
although it is perhaps scarcely adapted for a very long line. 
Here the signal weight and tension weight are attached to 
bent levers so that the one rests on the ground, when the 
other is suspended tolerably high from the ground. In like 
positions they counterbalance one another, but if the angle 
of elevatiou of oneis greater than that of the other, the latter 
overbalances and the signal remains in the position at which 
it.is set when the weight is on the ground. Expansion and 
contraction alter nothing in the entire arrangement, except 
that the angular position of the two weights varies with re- 
spect to each other, This apparatus is much in use in France, 
particularly on the Eastern Railroad, and it is particularly 
recommended by the government commissioners. 

Very soon the advantages which the semaphores, origi- 
nally introduced only on the London, Chatham & Dover 
Railway, possess over the disk signals became apparent to 
the English engineers. These advantages consist chiefly in 
capability of a greater variety of signals, their greater 
conspicuousness and more convenient construction and 
manipulation. The latter was especially apparent when it 
became necessary, in order to give greater prominence, to 
place the signals as high as possible. Semaphores began, 
therefore, to crowd out the disk signals rapidly, until in 
1856 seven-tenths of the, optical signals in England were 
semaphores. 

They were constructed very strongly, mostly of iron, and 
| in such a manner that the same motion that raised and low- 
ered the arms also moved the colored glasses up and down 
before the strong, brightly burning lamps, which were 
fixed to the signal posts between brackets of angle iron. 
Thus it required precisely the same movement to set either 
a day or anight signal. 

The practical common sense of the English§$ railroad 
operating officers soon recognized the value of an arrange- 
ment by which the closely connecied functions of the switch- 
ing service and the working of such signals as control the 
entry into stations, branch lines and railroad crossings, could 
be combined in one person. James Brunlees, in his masterly 
treatise *‘On Railway Accidents,” gives expression to this 
fundamental principle when he says: “‘Itis desirable that 
junction ‘signals and points should be worked by one 
man simultaneously, and at junctions, separate main and 
distance signals should be provided for each line.” 

He quotes the fact,|| that in the seven years from 1854 to 
1860, 540 accidents occurred on English railroads, 88 of 
which, or 17 per cent., were due to signals; 11 per 
cent. were due to the tracks: 7 per cent. were due to the 
cars and locomotive; 59 per cent. were due to the manage- 
ment; 6 per cent. were due to unexplained causes. 

In consequence of these considerations, at most localities, 
by the side of the lever that operated an important switch 
was placed that which worked the signal belonging to it. 
Soon they were constructed, not only dependent on each 
other, but by means of a frequently very ingenious arrange- 
ment of rods, a great number of switch-levers (10 to 15 in 
number), with their accompanying signal levers, were col- 
lected in one place. The whole arrangement, which at 
much frequented stations? resembied the keyboard of an 





* Sippel Book of the Paris & Lyons Railroad. Goschler's Traité, 
etc., IT., 122. 

+ Signal Regulations of the London, Chatham & Dover, South- 
eastern and Great Northern railways of England. 

¢t Goschler—Traité, etc., II., page 132. Signal Book of the Chemin 
de fer de l'Est. 

§ Original communications from Courtney & Stevens, Anderson 
and Saxby & Farmer. 

} James Brunlees: On Railway Accidents, their Cause and Means 
of Prevention. Instituteof Civil Engineers, April 1, 1862. 

*§ Particularly, large numbers of’ switches were brought to one 

int at the Cambridge Station (Great Eastern Railway), the 

lackfriars Station (London, Chatham & Dover), the Herne Hill 
Station, of the same road, and Charing Cross Station. 





organ, wes furnished with most ingenious contrivances, 
which made mistakes in selecting the right lever from the 
row improbable, and made it absolutely impossible to dis- 
play a signal before the switch to which it belonged was 
rightly placed. 

Among the ingenious contrivances that were invented for 
the purpose, those of Anderson,* Stevenst+ and Saxby} were 
distinguished for simplicity and reliability. They are all 
principa)ly founded on the following ideas: 

If, for instance, it is announced to a principal station that 
a local train has left the next station for the third platform 
of the principal station, the switehman has first to set a lever 
in the platform, called “‘ register lever,” so that it points to 
the inscription ‘III. platform.” By this action of the reg- 
ister lever bolts are released that will permit the movement 
only of that switch which it is necessary to set in order to 
allow the coming train to run up to platform III. Only after 
this switch is placed are the bolts released that hold the dis- 
tance signal for that switch in position, so that when the first 
notice is correct and the register lever is properly placed, no 
error can possibly occur in setting the switch or displaying 
the signal. 

The attendants .at these collected switches and signaling 
apparatus, together with their apparatus, were placed in 
raised towers like boxes, from which they could overlook 
the switches and signals they had to control, and these are 
now visible at every large English station. sf 

These arrangements in practice proved so satisfactory and 
so increased the security of travel, that in 1862 the Railway 
Department of the Board of Trade issued the following in- 
structions to the railroad companies:§ ‘‘Itis desirable that the 
signal handles and the levers of switches at junctions and on 
stations should be broughi together on a properly situated 
stage; they should beso arranged that a signal-man shall 
be unable to lower a signal until after he has set the points 
at the proper direction, and that it shall not be possible to 
exhibit, at the same moment, any two signals that can lead 
to a collision.” 

Although such a practical collection or concentration of 
switches and signals at one point, especially with the much 
greater number of station employés in Germany as against 
Evgland, would be especially useful at many German sta- 
tions, there has been no application of the principle as yet 
in Germany. This may be chiefly attributed to the disincli- 
nation of Germans to employ mechanical arrangements to 
do work easily performed by hand. 

On the other hand, the mechanical, technical mind of the 
English concerned itself with the idea of taking the last ele- 
ment of insecurity, in the shape of its manual service, from 
the distant signal, which they regarded with such confi- 
dence, and making it self-acting, i.e., to change it for the 
reliability which is attached to every purely mechanical 

ontrivance. They sought to combine complicated results 
with this action, such as information of the time at which a 
previous train had passed, announcement of stations, etc. 

The construction of most of these automatic signals rests 
on the simple principle that the flange of a wheel of the 
locomotive sets a lever in motion, which by means of the 
wire pull moves the signal forwards or backwards from the 
train, as may be desired. 

Sir George Cayley] proposed, as early as 1841, to provide 
the railroads completely with such automatic signals as 
would be set by each passing train at “stop,” so as to pre- 
vent the approach of two trains nearer to each other than 
the distance between a signal and the operating lever. 

Charles Martins proposed, perhaps not impractically, that 
where the signals were placed at a great distance from the 
operating point, a column of water might be used in place of 
the wire, by running pipes along the line, in which, by 
means of pistons, the water would be forced from one 
locality to another, and thereby the signals operated. Every 
train running into a station should automatically press dowu 
a piston setting the entrance signal behind it at ‘‘ stop.” 
Only the pressure from the following station could change 
the signal.7 

So-called time-distance signals were mostly constructed 
on the principle of the cataract. The locomotive pressed a 
lever down which raised a piston and turned the signal. In 
consequence of the small size of the adjustable opening 
through which alone the fluid could pass over it again, the 
piston would only sink in a certain time, so that the position 
of the signal showed the time that had elapsed since the 
passage of the previous train. 

This ingenious idea of substituting a fluid for the wire in 
widely removed distant signals was abandoned on account 
of the lack of a cheap fluid that would withstand frost; it 
might be revived in a new and improved form since the dis- 
covery of glycerine. 

A remarkable signal of this kind was constructed by John 
King, of Hoarne, at the Kegworth station of the Midland 
Railway. It showed in large figures, illuminated at night, 
the minutes that bad elapsed since the passage of the pre- 
vious train. Every train put the pointer back to 0. 

Fenton, Atho, Spurr,Pearson and Ashcroft** described sig~ 
nals of similar tendency, before self-acting signals had 
found really extended application in England, no matter 
how earnestly their advantages had been praised in different 
localities, and however valuable to the operation of the road 


* Original communication from William Anderson, Dublin. 

+The Engineer, 1865, IL., 245. Original communication from 
Stevens & Co., London. Official illustrated catalogue of the Exhi- 
bition of 1862, Class V.. 1,303. 

¢ The Engineer, 1861, L., 52. 
Saxby & Farmer, of London. 

§ Instructions of the Railway Department of the Board of Trade 
by Capt. Tolland, Government Inspector. 

| Aligemeine Bau Zeitung, 1841. 

§ The Engineer, 1852, I1., 360. 

** The Engineer, 1857, L., 92; 1858, 1., 314 ; 1858, 1., 278; 1857 
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they had shown themselves to be in certain cases when 
properly maintained. 

The destructive influence their parts were subject to from 
the sudden impact of the locomotive or car wheels on the 
track levers caused such frequent damage to them, the dis- 
turbing infiuences of dust, snow, ice, ‘‘ gummed” lubrica- 
tor, etc., made then-selves felt so frequently, that confidence 
in them departed as easily as it had been aroused by the 
general current of ideas. 

We may mention here that another form of signal, which, 
though superseded in its field of utility by electric signals, 
was of practical value to roads with heavy traffic, and in- 
deed had grown up with the latter.* 

It consisted of a large oblong box, erected in a conspicuous 
position at each station, to which, from above to below, 
wing-like boards were hinged, provided with the initials L, 


M, P, E, in large black letters on a white ground. By | 


night the boards were strongly illuminated by means of a 
reflector placed before them. These letters signified 
Luggage train, 
Mixed train, 
Post train, 
Express train, 
and according to the nature of the train they denoted they 
were exhibited for different periods of time on the outside 
of the box. 
The L was shown for 20 minutes. 


ae M “ “ “ 15 “ 
“ec P be “es és 10 co 
“ec E “ “ “ 5 oy 


This showed that a train of such a description had passed 
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the Grand Duchy of Baden, issued the 19th of May of this 
year, respecting preparation for the railroad administration 
service, whereby the regulations hitherto governing this 
subject have been repealed and others substituted for them. 
These new regulations, whose provisions in many respects 
follow the rules governing admission into the Postal Service 
of the German Empire, lay down the following principal 
rules: 
I, HIGHER BRANCHES OF RAILROAD ADMINISTRATION SER- 
VICE, 
I. Applicants for employment in the higher branches of 
railroad administration service are required to comply with 
the following rules: 


tion they must enter practical railroad service as candi- 
dates. 

2. After at least two years’ service they must pass the ex- 
| amination prescribed for aspirants for railread employ- 
| ment. 

3. After at least three years they must pass the advanced 

administration examination. 

| Whover wishes to enter the railroad service as a candidate 
(for a regular appointment] must show that he has attended 
with credit nine annua] courses ina German gynasium or 
polytechnic school of the first class. Such proof will be fur- 
nished by the candidate passing an examination, similar to 
that prescribed for these educational institutions, before an 
examining committee appointed according to the regula- 
tions, by German educational! officials. 

An exception shall be made in favor of the admission of 





1. After a complete course of middle-class school instruc- 








applicants who can prove attendance with credit at seven 





ing the questions put to him in a manner befitting his 
education. 


Such candidates as pass the aspirants’ examination will be 
ranked with the candidates for railroad appointments and 
await succession on the earliest announcement of appoint- 
ments, 


Three years after passing the aspirants’ examination, the 
applicant may make requisition for admission to the upper 
administration examination. Admission to this examina- 
tion is conditional on the fact that a candidate, after having 
passed the aspirants’ examination, has been at least two 
years in practical railroad service, and has shown therein 
special adaptability and unexceptionable bebavior. 


By the higher admistration examivation shall be deter- 
mined whether the aspirant has thoroughly learned all 
branches of railroad administrative service, theoretically 
and practically, and possesses the necessary scientific educa- 
tion betitting the occupation of a high position in the state 
service. 

In addition to special railroad subjects, the upper adminis- 
tration examination extends to the following branches of 
science : 

1. Fundamental principles of political economy (theory 
and practice of economics, and science of finance). 

2. Fundamental principles of German constitutional and 
administrative law and the precepts of civil and commer- 
cial law important to railroads, especially the law of freight 
traffic. 

3. History and statistics of railroads. 

4. The principal technical principles of railroad construc- 
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or left the station within that particular time. If the engi-| of the annual courses of the above described institutions, | tion, railroad maintenance and railroad operation, including 
neer of an express train read the letter L on the board, he | provided they can at the same time furnish proof of their railroad telegraphs. 
would know that he must proceed carefully, as the luggage having acquired thoroughly, by foreign residence and study , 
train had less than twenty minutes headway of him, while of at least one year or longer, ability tospeak and write the 
on the other hand the driver of a freight train on seeing the | French, Italian or English language readily. |to be appointed by the Finance Minister of the Grand 
letters E or P would follow without fear. In addition, to ensure admission asa railroad candidate, | Duchy, the members of which shall be selected from the 
These, with the exception of a few forms of signals with a _ applicants must furnish the following information: finance ministry, the general administration and other high 
simply sporadic existence, that owed their form and intro-| 1. Acertificate of birth. Asa rule only such persons will | officials or educational authorities familiar with examiner's 
duction to experiment or special purposes, were the simple | be accepted as candidates as have attained the age of 17 | duties. 
signaling arrangements, equipped with which the English years and do not exceed 25 years. 
railroads formed and developed their traffic until the im- 
portant powers of electro-magnetism entered their service. 
The expression of the fundamental principle of the En- 
glish system of signaling remained, therefore, the distant 
signal, which constantly bars the road and only definitely 
opens a passage for that which is auth .rized to pass. 


The examination for the upper administration shall take 
| place once every year, in the autumn, before a commission 


To facilitate their study of scientific subjects, the aspir- 
ants on making application may, during their probationary 
service, be called to the central administration for employ- 
ment for the space of one year, in order that, besides their 


2. Certificates of unexceptionable conduct during the period 
of education, and, when the candidate does not apply for 
admission immediately on leaving school, similar proof as to 
his conduct in the interim and while otherwise employed. employment in the railroad administration service they 

3. A certificate from a Baden state physician, in the form | may be able to attend the lectures given on the specified 


prescribed for this purpose, testifying as to the health of the | scientific subjects at the Carlsruhe Polytechnic School. 
This principle is entirely different from that of the Ger- candidate and his physical development and robustness, ac- 


man through signal, which is at the same time the advance | cording to his age and as demanded by the exigencies of 
messenger of the approaching train and in which the hand, | railroad service. In the certificate, sharpness of sight and 
basket, disk and lantern signals of the employés are the | hearing and normal ability to distinguish colors must be 
positive or negative orders. particularly specified. 
The first is the proper form for sections of railroad with a 4. Proof of ability to furnish security. 
heavy traffic, where the passage of innumerable trains is | 5. Evidence as to the candidate’s relations to the military 
the normal condition; the other is just as valuable for the | service, with the necessary papers attached. ’ 
safest operation of roads of moderate traffic, where the After the candidate, during his two years of service, has 
approach of a train is an occurrence to be announced to the shown thorough efficiency and good conduct, he may be ad- 
whole section of the road. } mitted to the aspiraats’ examination. This latter takes 
; Ww vi i 
Education Required = Employes of the Baden State pareepone pdb my tal ie neoa by po pid Il. LOWER RAILROAD ADMINISTRATION SERVICE. 
ailroads. | Duchy. It will be a practical service examination, in which, | Those who wish to obtain positions in the lower adminis- 
_ [Translated for the Railroad Gazette.| by means of verbal and written questions, it will be deter- | tration service of the railroad administration, including the 
The Official Journal of the Grand Duchy of Baden, No. | mined whether the candidate is sufficiently familiar with the | record office and accountants’ service, must, after furnish- 
XIV., contained an ordinance of the Minister of Finance of | technical business to officiate with certainty in the various | ing proof of the prescribed middle-class school education, 
| branches of the service, and whether he is capable of answer-' enter the railroad service as helpers, and before they can be 


On the judgment of the examining commission, and after 
consulting the general administration of the state railroads 
of the Grand Duchy, the Grand Ducal Finance Minister de- 
cides on the results of the examination. Those aspirants 
who have passed the examination are now received as rail- 
road practitioners. 


The railroad practitioners, as far as suitable vacancies 
occur, are employed with remuneration in the railroad ser- 
vice, and are eligible for every position in the district and 
central administration of the railroads, except such state 
offices as are of a technical nature. 





4 *Author’s recollections on visits, 1844-1863. 
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promoted to the more important offices in the lower railroad 
service must pass an assistant’s examination. 

Before being admitted as railroad helper, the applicant 
must prove that he has successfully attended the first six 
annual courses of a gymnasium or polytechnic schooi, or a 
bigh town school. 

For this evidence may he substituted, under exceptional 
cirgumstances: ~ 

a. The certificate of a German upper school official to the 
effect that an examination has been passed equal in nature 
to that required after attending the above mentioned six 
annual courses. 

b. By a certificate showing that the candidate has passed 
the examination prescribed for the one-year volunteer ser- 
vice. 

ec. By passing the examination held for helpers by the 
general administration of the Grand Ducal State railroads. 

In addition, to insure admission as railroad helper, the 
following information must be furnished : 

1, A certificate of birth. As a rule only such persons will 
be.accepted as railroad helpers as have passed their six- 
teénth year and not yet reached their twenty-fifth. 

2. Certificate of unexceptionable conduct during the time 
at school and, where the candidate does not enter the ser- 
vice directly from an educational institution, a similar 
certificate for the interim or respecting previous employ- 
ment. 

8. A certificate on the prescribed form from a Baden 
state physician respecting the candidate’s health and proper 
physical development and robustness, consistent with his 
years and the requirements of the railroad service. Sharp- 
ness of sight and hearing, as well as normal ability to dis- 
tinguish cvlors, must be particularly specified. 

4. Evidence of ability to furnish security. 

6. Evidence of relations to military service, with the ac- 
companyivg papers attached. 

The examination of helpers will, as a rule, be conducted 
twice a year, in spring and autumn. by a commission under 
the supervision of a member of the general administration, 
and consisting of officials and educational authorities ap- 
pointed by the general administration. 

The examination includes the German language, modern 
foreigh languages—knowledge of and familiarity with the 
French language being obligatory—mathematics, history 
and geography, these subjects generally to such an extent 
as shall correspond with the requirements of tie above re- 
ferred to grade of middle class school education. 

Specially thorough knowledge of modern languages is an 
excellent recommendation. 

¥he accepted railroad helpers are, according to the de- 
mand, appointed to positions calculated to afford them an 
opportunity to acquire a practical knowledge of the rules of 
the lower administration service, whereby, as far as possible, 
the choice of the helper as to place of service shall be taken 
into consideration. 

After the railroad helper, during thr2e years’ service, has 
showni thorough capacity and good conduc, he may be ad- 
mitted by the geveral admirzistration to the assistant’s ex- 
amination. 

The latter will be conducted twice a year, at the seat of 
thé general administration, by a commission appointed 
through the general administration from the members of 
this service, other high officials of the railroad administra- 
tion or suitable educational authorities, and presided over 
by a member of the general administration. 

By this examination it shall be ascertained whether the 
candidate is sufficiently familiar with'the department business 
to-enable. him to fulfill -safely the functions of the different 
branches of the service, and whether he is capable of treat- 
ing and answering the questions submitted to him in a man- 
ner befitting his education. 

The general direction decides as to the results of the as- 
sistant’s examination, on the report of the examining com- 
mittee. 

The successful candidates are accepted as assistants. The 
assistants are employed with remuneration as vacancies 
occur, and are eligible for promotion by proclamation to all 
offices in the lower railroad administration service, including 
the record office and accounting service, that are not of a 
technical nature. 

On showing special capacity and praiseworthy conduct, 
assistants may be promoted to offices in the state service, 
in the central and district administrations, but limited to 
official positions of the second class of outside service and 
‘to bureau officials’ positions in the general administration of 
the Grand Ducal state railroads. 








Early History of the Boston & Maine Road. 





The annual report of the Boston & Maine Company this 
year gives the following history of the road, which was be- 
gun 48 years ago. In this connection it may be stated that 
since 1888—a period of 43 years—the company has never 
passed through a fiscal year without paying at least one div- 
idend to its stockholders. 


The people of Andover, in the year 1838, desirous of ob- 
taining railroad accommodation for their town and vicinity, 
titioned the Legislature of Massachusetts for authority to 
jecate and construct a railroad commencing near the South 
Parish meeting-house in Andover, and thence to the Boston 
& Lowell Railroad in the town of Wilmington. The char- 
ter, under the name of the Andover & Wilming- 
ton Railroad Corporation, was approved March 15, 
1888. The corporation was organized in June, 1828, and 
oe —— : rt of the directors to the stockholders was made 
The early conception was only a branch, the whole length 
of which was less than eight miles. That it was a fcrmida- 
le undertaking at time there can be no doubt, as 
nearly 8}¢ years were consumed inits construction, It was, 








however, after much delay, completed and opened to the 
public Aug. 8, 1836. 
The early exhibit of the probable income of the road, as 
made by the directors in their first report, is both amusin 
and instructive. It was made up by stating the number o: 
stage passengers and freight that passed from and through 
Andover, from Oct. 1, 1833, to Oct. 1, 1834, and was stated 
as follows: 
In the Andover stage, exclusive of way passengers, as per 

ee. RE SRE ASR Soe een Oar re 4,158 
In the Haverhill Company stages during the same time, as 

also appears from their way-bills......... ......256 geeees 8,706 
The Derry stage, which is only one a day, but was formerly 

two, and is to be two again soon, as is understood, is esti- 
mated at nine per day, making, during the same period, 
SE RID. 5 cs: ns pigenoddnae Gidhaa. cntec Wh bums oboe: -6R6¥ 2,817 





Total number of stage passengers.... ......  -se+ee+- 15,681 
The freight tonnage was obtained in the same way—taking 
the amount which passed through and from Andover to and 
from Boston, conveyed in baggage wagons—and amounted 
to 5,700 tons. The calculation of the receipts from this 
number of passengers and tons of freight per annum was 
$23,160.75. Tre amount of toll to be paid tothe Boston 
& Lowell Railroad on this amount of business was set down 
at $2,594.34, leaving for earnings on the new road $20,- 
566.41. The capital stock authorized was $100,000; and 
the expense of operating this road was calculated to be, in- 
cluding 6 per cent. interest on capital, salaries, repairs of 
road, and other contingencies, $17,008, which gave them, 
after paying all expenses and 6 per cent. on the capital, the 
sum of $3,556.41. During the construction of this branch, 
the people of HaverhiJl, moved by a desire to place their 
own town on an equality with Andover, sought and ob- 
tained on the seventh day of April, 1835, authority ‘to 
extend the same in an easterly direction to tbe Central Vil- 
lage in Haverhill.” This eatension was opened to Brad- 
ford, on the opposite shore of the river from Haver- 
hill, Oct. 26, 1887. Haverhill, then a smali village, 
gave us butasmall amount of business. Even after the 
road was extended acrcss the river to what is now a city of 
18,000 inhabitants, one day’s entire receipts for tickets sold 
amounted to a sum less than three dollars. 

On April 5, 1837, further authority was obtained to ex- 
tend from Bradford to the line of the state of New Harnp- 
shire. Auth: rity to extend the same through the state of 
New Hampshire was granted by the Legislature of that 
state June 27, 1835; and the road was oened to the public, 
as often as any —_ of importance was reached in its con- 
stiuction, as tollows: To Ezs: Kingston, Jan. 1, 1840; Exe- 
ter, June 26, 1840; Newmarket, July 28, 1841; Dover to 
the temporary depot in Coffin’s Cut, Sept. 24, 1841; and to 
the permanent depot July 5, 1842. By authority of an act 
of the Legislature of the state of Maine, approved April 2, 
1841, the road was constructed and opened to South Ber- 
wick, Feb. 2, 1843. 

‘Tue branch from Rollinsford to Great Falls was opened 
for business July 24,°1843, The main line of our road then 
extended from Wilmington to South Berwick, a distance of 
58 miles, more than double the whole length of the Boston 
& Lowell railroad, with which we made connection at Wil- 
mington, and upon which we relied for the prompt and 
efficient transportation of our passengers and freight to and 
from Boston. ‘ihe Lowell road, then in its glory, cared but 
little for us or our business. They were unwilling to sub- 
ject themselves to any inconvenience or delay to accommo- 
date our road, and thus caused great embarrassment and 
vexa ion to our officers and patrons. 

‘the urgent necessity of securing an independent line to 
Boston was so apparent that a petition was presented to the 
Legislature of Massachusetts asking for sucb authority, and 
the same was granted March 16, 1844. This extension was 
opened to the temporary depot in Boston, July 1, 1845, and 
to the permanent depot in Haymarket Square, March 6, 
1846. 

‘the branch road to Medford was opened to the public 
March 1, 1847; and the Methuen Branch, extending from 
the south bank of the Merrimac River to the state line of 
New Hampsbire, Aug. 27, 1849. 

At the time of the extension of the road from Wilmington 
to Boston, the present site of the city of Lawrence wus a 
sandy plain, with less than 100. inhabitants, but with the 
prospect of becoming a manufacturing town that would re- 
quire extended railroad facilities. 

The managers of your property,.watchful tor your inter- 
ests, on March 8, 1846, obtained the approval of an act 
authorizing a chang, of location betweea Andover and 
North Andover, running down the valley of the Shawshceen 

River to a point near Andover bridge; thence along the 
rigkt bank of the Merrimac to an intersection with the old 
line. This change of location to accommodate the prospec- 
tive business of this rew manufacturing place was made, 
and the road completed and opened to the public July 3, 
1848. 

On the completion of this road to South Berwick, a junc- 
tion was made at that point with the Portland, Saco & 
Portsmouth Railroad; and on April 1, 1847, a contract was 
entered into between that road, the Boston & Maine, and 
the Eastern Railroad, whereby the joint use of the former 
was given the two roads last named, which joint use con- 
tinued for more than 23 years. On July 19, 1870, notice of 
an intention on the part of the Portland, Saco & Portsmouth 
Railroad to terminate said contract on Jan. 20, 1871, was 
served upon the President of this corporation. 

The termination of the contract left us witha road 74 
miles in length, terminating in the woods in the town 
of South Berwick. Unable to make any arrangement, 
either for the joint use with the Eastern Railroad of 
the road from that point to Portland, or for the separate 
use of the same, by lease, contract, or otherwise, applica- 
tion was made to the Legislature of the state of Maine for 
authority to extend this road from Berwick to Portland. 
The act authorizing this extension was approved Feb. 17, 
1871, and the road was opened for business Feb. 15, 1873. 
In addition to the above, this penn, Mert ga the Dover & 
Winnipiseogee, the West Amesbury Branch, the Newbury- 
port, the Danvers, and the Lowell & Andover ruilroads. 











The London Times of Nov. 19 gives the following descrip- 
tion of a new Pullman train now running between London 
and Brighton: 


The new Pullman train constructed to the order of the 
London, Brighton & South Coast Kailway arrived at St. 
Pancras station last night from Derby, and is to be taken 
this morning to Brighton. It consists of four cars of the 
ordinary Pullman s ze, designed to suit the scheme of Mr. 
J. P. Knight, the Manager of the line. The first car and 
the last of the train are similar in internal accommoda- 
tion. At the extreme end is a platform for the guard of 
the trein, who is protected in his look-out by a glazed 
partition. Next this isa square apartment opening on tc 
the platform of the railway station by large sliding doors. 
This is for baggage, andinit is also accommodation for 
placing the Faure batteries in which is to be stored the 
electricity for lighting the train. It is not anticipated 





that the passengers by this train will have an extraordinary 
amount of luggage, but the accommodation is ample. Next 
this compartment is another, containing about half a dozen 
seats, designed for the servants of the passengers, if ‘any 
should accompany them; and the remainder of the car is 
arranged to accommodate three passengers in a row, with a 
gangway running the whole length of the car. One side of 
the car is occupied by seats for two and the other by seats 
for one, with small tables on each side. This is a smoking 
car, that at the other end is called a parlor car, where, it 
may be presumed, there will be no smoking, and to which the 
smoker may migrate if he chooses. Next the smoking car 
is the dining or refreshment car, fitted with a buffet at the 
end, with tea and coffee urns and all the paraphernalia of the 
restaurant, occupying the space set apart in the end cars for 
the luggage. Here also is to be sold the literature of the day. 
The remainder of the car is fitted with seats similar to the 
others, in sets of four and two, with longand short tables. The 
next car is designed for the convenience of ladies, though not 
exclusively. It is seated with the ordinary Pullman chairs, 
turning on a pivot and fitted with mechanism for varying 
the angle of the backs. At the end of this car isa spacious 
chamber, set apart exclusively for the use of ladies, and 
capable of seating four in addition to the lavatory accom- 
modation. The whole train will seat 112 passengers, and 
the attendants can move from end to end of it, as can any 
passenger who chooses, without in the least degree disturb- 
ing any other passenger. A 

Mr. Knight is to be congratulated in having solved by 
this means the vexed question of communication between 
passenger and guard, and with having given a final blow to 
what may be described as the internal danger of Tailway 
traveling. The method of the construction of the cars, 
moreover, is likely to contrikute to the safety of the passen- 
gers from external dangers. They are built upon a base of 
extraordinary strength. Eight long beams eight inches by 
eight are braced topether and girded from end to end by 
iron rods. Upon thisis placed a double flooring of cross 
planks, with a layer of sawdust between to deaden the vi- 
bration. This forms a basement of great weight and 
strength, and upon it is built a light but strong superstruc- 
ture—light, that is, in design, but strong from the character 
of the wood used and the method of the bracing. The 
whole is placed on the two sets of bogies, one at each end, 
common to all cars of this class, and now generally 
adopted for all carriages of more than ordinary length. 
It is owing to tbe great strength of these cars that is 
attributed their comparative immunity from serious acci- 
dent. We believe we are correct in saying that no passen- 
ger traveling in them in this country has lost his life, although 
several serious accidents have occurred to trains of which 
they bave formed a part. This immunity from accident 
arises from the fact that the strength of the car, by reason 
of its solid base and the absence of the weakening influence 
of side doors, is sufficient to resist any shock hkely to arise 
from the present speed of traveling. The train is through- 
out fitted with the Westinghouse brake, in accordance with 
the system prevailing on the Brighton Railway, and it is to 
be lighted by the incandescent electric light suspended from 
the root of the car. The majority of the lights to be used 
will be Swan’s, but a few of Edison’s will ke : ung in places 
where only a subdued light is required. The carbon of the 
Edison lamp in use is exceptionaily fine. Itis not thicker 
than a piece of fiue thread, and at a short distance is scarcely 
visible if unlighted. 1t is proposed to subdue these lights 
by ground-glass globes, but tois will probably be found un- 
advisable. They are bung high in the car, and up to the 
present time there has never been a car sufficiently lighted. 
It is proposed to accumulate electricity in the batteries 
during the night while the train isin the siding, and it is 
assumed that a superabundance of electricity will be stored, 
as a margin of about 30 per cent. of battery power in excess 
has been provided. The batteries weigh altogether two tons 
—rather more than an ordinary traftic manager would care 
tocarry. Itis proposed to commence running the train on 
the lst of December and to make four journeys, two each 
way every day. The experiment is one deserving of a sym- 
pathetic response by the traveling public, for it exhibits for 
the first time in this country a mode of en in which 
every want of the passenger is anticipated, and by which 
the art of traveling will be shorn of every unnecessary in- 
convenience. 


On the Pressure of Wind 
Surfac 





Upon a Fixed Plane 





[Abstract of a paper by T. T. Hawksley, Past President of the 
Institution | Civil Engineers, read before Section A of the 

British Association at its meeting in York.] 

The recent failure of the Tay bridge and other important 
structures during heavy gales of wind, have recently at- 
tracted much attention to the subject of this paper. The 
general solution of the problem may be thus briefly stated: 

Let v = the velocity of the current in feet per second. 

h = the height through which a heavy body must fall to 
produce the velocity v. 
= the weight in pounds of a cubic foot of the impinging 
fluid (for atmospheric air averaging about 0.0765 Ib). 
g = 32, the coefficient of gravity. 


0 


Then h = - : and since p is the pressure of a fluid striking 

2g 

a plane perpendicularly and then escaping at right angles to 

its original path, is that due to twice the height h (‘ Dau- 

buisson’s Hydraulics,” ‘ Rouse’s Experiments,”) we have 

simply 
r wv? 


p= 

(for atmospheric air) 
0.0765 v? 
32 cal 
very nearly. ; 
From this easily remembered formula the following table 
of pressures is constructed : 








— —-- 
VELOCITIES IN Pressure in pounds 








Feet per second. Miles per hour. per square foot. 
10 68 0.25 
20 13.6 1.00 
30 20.4 | 2.25 
40 27.2 | 4.00 
50 34.0 6.25 
60 40.8 9.00 
70 47.6 12.25 
80 54.4 16.00 
90 61.2 20.25 

100 68.0 25.00 
110 74.8 30.25 
120 81.6 36.00 
130 88.4 42.25 
140 95,2 | 49.00 
150 102.0 66,25 














“Yn general only these, the’ maximum pressures, are re 
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quired; but sometim s, as in the case of the inclosed sail of 
& windmill or ship, or the roof of a building, the diminished 
pressure upon a surface placed obliquely to the effective cur- 
rentis needed; we have then 


_(v sin, fi2 
p =(vsie. ) 


in which v = the absolute velocity with which the air strikes 

the receding plane; and 7 = the internal angle between the 

ew placed surface and the direction of the impinging 
nd, 

With vy me to the phenomena called. ‘‘a gust of wind,” 
nothing is known, either as to its cause, or as to its excep- 
tional but almost momentary velocity, or as to the extent of 
the area over which it temporarily operates; but it is, not- 
withstanding, certain that a wind pressure of even 40 Ibs. 
on the square foot is unknown in these islands, because, as 
may be readily shown, the intensity of pressure would suffice 
to have overthrown most of the long-existing factory chim- 
neys, to have overset = windmills, and to have scattered 
the greater number of the slighter built domestic and other 
structures, which have nevertheless “ weathered many a 
storm,” and still remain intact. 

It remains to make a passing allusion to whirlwinds, tor- 
nadoes and waterspouts, all the results of spiral motions 
apparently produced in some obscure manner by electrical 
action. These phenomena are very rarely observed to occur 
on an important scale in these kingdoms, The powerful 
forces coucerned in or generated by these erratic move- 
ments have never been measured, and, consequently, cannot 
be formulated ; but it may be observed tuat were they 
known they could not be introduced with propriety into 
calculations of the strength of structures intended to have a 
commercial value, because of the extreme improbability of 
any particular structure falling within the range of their 
destructive effects. They fall, in fact, within the legal cate- 
gery of ** Actus Dei.” 

The conclusionof the author of this paper therefore is, 
that for structural calculations a maximum wind pressure 
of 40 lbs. per square foot may be very safely adopted, not- 
withstanding some common anemometrical observations to 
the contrary. 

With regard to these observations the author remarks 
that the instruments in use are little better than philosophical 
toys, and that, in general, they afford no direct, compara- 
ble, or reliable indications of either velocities or pressures ; 
and that they are often so injudiciously placed as in many 
instances to record the effects of combined and, therefore, 
locally accelerated currents ; while, in other instances, they 
record only the effects of obstructed and, therefore, locally 
extended currents. 

_ As the acquisition of accurate data is of great and increas- 
ing importance, the author suggests that the British Asso- 
ciation and other learned societies interested in physical in- 
vestigation should unite in providing the necessary funds 
and observers for the purpose. 

DISCUSSION. 

The following abstract of the discussion on this paper is 
given in Engineering: 

The discussion upon Mr, Hawksley’s paper was opened 

- by Mr. G. J. Symonds, He said that the paper made no 
reference to tue report of the Treasury Committee appointed 
to inquire into the Tay bridge disaster, which would 
require careful investigation before it could be accepted. 
Referring to the statement in the paper that whirlwinds 
were rarely observed on an important scale in these king- 
doms, Mr. Symonds said that within the preceding four 
weeks there had been no fewer than four seriously destruc- 
tive wbirlwinds in different parts of the country. After 
detailing them severally, he went on to say that the Wind 
Pressure Committee had entirely ignored the question of 
whirlwind. If pes had heard that a whirlwind of 200 ft. 
or 300 ft, in breadth had come against the Tay bridge they 
would have the explanation of its downfall. The author's 
conclusion was that for structural calculations a maximum 
wind pressure of 40 lbs. per square foot might be very safely 
adopted. Mr. Bateman remarked that when the Menai 
railway bridge was made he went through the calculations 
of wind pressure with the late Sir William Fairbairn, and 
the maximum pressure was 120 lbs. per square foot, upon 
which, he believed, the bridge was constructed. Sir F. J. 
Bramwell closed the discussion. He said that the practical 
question for engineers was whether it was worth while to 
build structures so as to resist a hurricane, or must they be 
content to make them of sufficient strength to resist even ex- 
traordinary storms, It seemed to him that if the matter 
were investigated, the excessive extra cost of structures to 
resist hurricanes would be prohibitory. He stated the other 
day, on the authority of Mr. Barlow, that in the proposed 
Forth bridge there were 2,000 tons more material in conse- 
quence of its being made to resist the pressure produced by 
known or anticipated winds; and if they added to that ma- 
terial for resisting hurricanes, the bridge would not only be- 
come too costly, but an impossibility. 








The New York & New England Extension, 


The Boston Transcript gives the following description of 
the New York & New England Extension to the Hudson, 
lately finished: 


But it is the just completed extension from Waterbury to 
Fishkill Landing, 78 miles, that it is intended specially to 
treat of here. The track is entirely of steel, sixty pounds to 
the yar , carried on first quality 6x8 chestnut ties, 2,800 to 
the mile, These ties have sawed ends, and give the road a 

culiarly neat finish, an effect much heightened by the 

itching and draining work, which is perfectly done. 
The rails are joined with angle-bar plates, an improve- 
ment upon the fish joint, having all its good points 
without its defects. The ballasting is of rock gravel, two 
feet in depth, very elastic and entirely free from dust. The 
grades and curves along the line are easy. The heaviest 
grade is sixty feet tothe mile, and the sharpest curve six 
degrees. Wuere a curve occurs on any incline the grade is 
reduced. For example, a grade of sixty feet to the mile is 
reduced to fifty-seven on curves, thus obviating what would 
otherwise be in effect an increase of grade. There is not asingle 
reverse curve along the line, In the nearest approaches to 
it there is-from one hundred to two hundred fees of straight 
track between curves, All of the switches are the Wharton 
safety device. The main track is unbrokan, and should a 
switch be misplaced, the locomotive sets it right automati- 
cally. Grade crossings are few, nearly every highway going 
either over or under the track. The bridges are substan- 
tial structures, and several of them are arranged for two 
tracks. At Sandy Hook, where the road crosses the Housa- 
tonic River, is a double-track Howe truss bridgs, 490 ft. 
long and 80 ft. high, carried on cemented abutments, with 
two substantial piers inthe river; and over a highway at 
Towners is a 50-ft.-span iron girder bridge said to be the 
heaviest inNewEngland if notin the wholecountry. The Har- 
lem Railroadjis crossed at this point by a 1,700-ft. trestle. At 
every station is a coal track, and, including the freight yards 
at Danbury and Fishkill, there are 16 miles of siding on the 
extension, and more will be added from time to tire. The 
station buildings are of the Queen Anne style of architec- 
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ture, and while all are of the same general design, 
monotony is avoided, no two being alike. Each station is 
rovided with a water tank, of trom 26,000 to 32,000 gal- 
ons capacity, with astand-pipe at a convenient distance 
e ther side the depot, and with a pipe to which hose may be 
fitted in case of fire in the buildings immediately opposite. 
The fencing along the line is mostly of wire, and is entirely 
completed. There are many extensive fills and cuts to 
be seen at different places. A mile and a half east 
of Hawleyville is arock cutof 900 ft., 400 ft. of which 
is tunnel. The deepest cut is at Poughquag, where the solid 
rocks rise up some 90 ft. on either side the road-bed. The 
highest elevation on the line is about 1,000 ft. above tide- 
water level, four mileseast of Wha'ey Pond; from this 
point to the Hudson the general trend of the road-bed is 
downward. 

It is two years since the contract for completing the 
extension was signed, and the road would have been in 
readiness for business some months »go had it not been for 
the unexpected delays experienced at Whaley Pond, 12! 
miles west of Brewsters, between Patterson and Pawling. 
Whaley Pond is 244 miles long and frem one-half to three- 
quarters of a mile wide. The railroad crosses an arm of the 
pond, or, to speak more accurately, it runs across an artificial 
extension of the original pond. Whaley Pond supplies the 
water power of the extensive carpet manufactory of A. T. 
Stewart’& Co., at Mattexwan. dam was built at the out- 
let of the pond to get a larger area of water stor- 
age, and a large part of the present pond was 
originally forest land, as one may see by the number- 
less great stumps which stud the resurrected bottom of the 
Whaley extension. When work was begun here, it was 
intended to make a solid fill, but the last 15,000 cubic yards 
of ground extended the bank only six feet, and the filling 
was abandoned and the pond crossed on trestle-work. It 
was afterward. however, thought best to recommence 
filling, thereby delaying the opening of the road, rather than 
run the risk of future interference with the running of 
trains. The trestle is 556 ft. long, the approaches to it are 
one thousand feet in length, the filling being of rock at one 
end, and rock and gravel at the other. The filling in of the 
trestle was accomplished without trouble except in one sec- 
tion of two hundred feet. Into this short section 30,000 
cubic yards of gravel have been dumped. A 
bank twenty feet deep was put in and every- 
thing was working satisfactorily, when a gradual sinking 
of from three to five feet a day began and has continued up 
to within a few days. The trestles were thrown by the 
settling, and cribs were putin, which are now 100 ft. be- 
low the surface of the water. There is not over eight feet 
of water in the pond, therefore the remainder of the 
100 ft. is mud. On either side the fill are several 
acres of peat, which has been forced upward by the weight 
of the gravel emptied into the fill. There has been beside 
the downward movement a lateral one, throwing the track 
out of position. This tendency to deviation has been finally 
conquered, and the settling has been reduced to insig- 
nificant proportions, If the sinking has terminated, 
as is believed, no further trouble is apprehended, and 
regular trains will be at once puton. For some time past 
eonstruction trains and heavy train loads of steel have 
passed over the pond. One thousand cubic yards of gravel 
can be put in daily, and as the track was but five inches be- 
low grade on Thursday of last week, it is probably all right 
to-day. 

Since writing the above, it has been ascertained that the 
tiack is allright. Passenger trains will therefore begin 
running regularly on Monday next (Nov. 12). 

The country pierced by the extension is dotted with 
flourishing villages; fine farms are seen on every hand, 
tobacco culture is prosecuted energetically, and stock-raising 
is a notable industry among the people. The scenery is di- 
versified and in some places grand, especially after passing 
the rock cut at Poughquag, emerging from which « splendid 
panorama is brought into view. The land is rolling in 
character, highly cultivated, with none of the rocky rugged- 
ness of the last dozen miles on the Eastern side of the cut; 
and far beyond the high walls of the inclosing hills may be 
seen the blue outline of the distant Catskills. The territory 
from Brewsters tothe Hudson is richin limestone and iron 


ore. At Brewsters the Tilly Foster mine has a capac- 
ity of 66,000 tons a year, the product yielding 
eighty per cent. pure metal. This mine ships from 


ten to twelve car-loads of ore daily to the fur- 
naces at Fravk'in, N. J. The lheall mine, with ore nearly 
as rich as the Tilly Foster, will be able to ship 100,000 tons 
annually as soon as connection with the Pennsylvania smelt- 
ing works is completed. There are several other 
mines at this place which have been abandoned be- 
cause of the difficulty in working them. These ore 
beds extend all along to the Hudson, and at Pawling are 
very extensive. The road passes close to Lakes Tonietta 
and Croton (the original lake) of the New York city water 
system. The former is noted for its excellent bass and 
pickerel fishing. 

At Hopewell station junction is made with the New- 
burgh, Dutchess & Connecticut Railroad, the track 
of which is used for twelve miles to Wicopee Junc- 
tion, whence the irons of the New York & New England 
run to Fishkill Landing, one and one-eighth miles. The 
track goes over the New York Central & Hudson River 
Railroad, and, after striking the river, turns abruptly to 
the north, skirting the river bank along the company’s 
property, about three-quarters ofa mile, to the long dock and 
steam ferry landing. ‘The rails on this property are carried 
upon trestles principally, which are all laid with double 
track. About six or eight acres are filled in solid. This 
tract incloses the dock, which is protected by cribs 
on the water front. , Just north of the dock a 
round-house is building; and a few rods farther on, and 
within twenty-five rods of the ferry landing and the Fish- 
kill station on the Hudson River Railroad, a permanent 
depot will be built, to take the place of the present structure 
a short distance south. The river has been dredged to a 
depth of six. feet below low water in the dock, 
and to twelve feet for a distance of five hundred feet 
south of it. The steamer Maryland, whicb will be 
transferred from the Harlem River, will here land coal in 
bulk. She carries fourteen cars at each trip, and will thus 
be able to transfer between five and six hundred cars every 
twenty-four hours. The town of Fishkill is quite elevated; 
a narrow plateau runs along by the river side, but to get 


into the town itself one has to indulge in a steep 
climb. From this fact will be seen the advantage 
gained by _ the company in_ curving its _ track 


around from Wicopee Junction. As laid out by the Boston, 
Hartford & Erie corporation, the ruad was to run from 
Dutchess Junction to Denning’s Point, in a direct line at a 
grade of between 100 and 150 ft. The grade of the com- 
pleted line from Wicopee Junction to the lending is bu 
50 ft. to the mile. Fishkill contains a populaticn of 
between 10,000 and 11,000, about 3,500 of which 
is in the village known as Fishkill Landing. The re- 
mainder of the population is distributed amoug the other 
villages in the township—Fishkill, Matteawan and Grove- 
ville. The Hudson at Fishkill is 4,000 feet wide, and on the 
thither shore is Newburgh, a city of between 18,000 and 
20,000 inhabitants. ~ [t rises precipitously from thie river to 


a high altitude, and the rows of buildings piled tier on tier 
— a yery imposing appearance viewed from the Fish- 
ill shore. 








Thé Lake Marine. 


The movement of vessels upon the lakes has ceased for 
this year, and we print in another column our annual state- 
ment of vessel arrivals and departures in tht District of 
Buffalo Creek for the season. Accompsnying this exhibitare 
interesting comparative tables showing the aggregate ton- 
nage of the port for a series of years, and also the average 
montbly and season freight rate,on wheat and corn, and 
the higbest rate obtained each year on wheat from Chicago 
to Buffalo 

The number of vessels arriving and departing during the 
season was 6,745 to 10,308 last year, with an aggregate ton- 
nage of 4,535,223 tons in 1881 to 5,995,746 in 1880. It 
will be observed that the decline in the movement of vessels 
is 35 per cent., while in the tonnage it is only a trifle over 
24 per cent. These figures are instructive, showing as they 
do that whenever the competition for business becomes se- 
vere, the small vessels have to give way to their large and 
more economical rivals. The construction ot the St. Clair 
Flats Canal and the improvement of the Detroit River at 
the Lime Kilns Crossing and the mouth, have made possible 
the building of much larger vessels than were formerly 
used. They not only carry more freight, but they do the 
work for less money comparatively. The recent acquisi- 
tions to the lake fleet will make money at rates that would 
not pay the operating expenses of the smal! vessels of past 
years. 

These facts should induce ali persons interested in cheap 
transportation and the suecess of our lake marine to use 
their best endeavors to persuade Congress to increase the 
appropriations for the improvement of tie rivers until 20 ft. 
navigation is provided between Chicago and Buffalo. The 
expense of this work would be comparatively trifling, while 
the benefits accruing from it would be immense. An idea 


of what may be accomplished by increasing the capacity of 
lake vessels may be judged from a comparison of the aver- 
age season rates for the ten years from 1861 to 1870, inclu- 
sive, and the eleven years from 1870 to 1881, inclusive, 
which we do as follows : 

Ave. season | 


Ave. season 
Years. 





Years. rate. 
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Here is a marked decrease in the average rates. It is of 
course partly due to the increased competition of the rail- 
ways, but chiefly to the improvement in the character and 
size of the vessels actually doing the work. During the past 
eight years, or the period in which the number of heavy 
carriers in commission has been sufficient to have atlecided 
influence upon freights, the average rate on wheat from 
Chicago to Buffalo has been 3.8 cents a bushel, or a trifle 
over a third of the average for the thirteen years previous. 

These are sugg-stive facts and clearly point to an improve- 
ment of the lake route as a work in which the government 
should engage with earnestness. The removal of the few 
obstructions in Detroit River, thus permitting the safe pass- 
age of vessels drawing 20 ft. of water, would be a wonderful 
benefit to the producers of the entire West and the great 
consuming population of the East.—Buffalo Commercial 
Advertiser. 








THE SCRAP HEAP. 


Locomotive Buiiding. 


The Brooks Locomotive Works at Dunkirk, N. Y., last 
week deiivered two narrow-gauge engines to the Civciunati 
& Eastern road. 

The Baldwin Locomotive Works in Philadelphia have a 
contract for 10 locomotives for the Pensacola & Atlantic 
road, to be delivered next summer, when the road, it 1s ex- 
pected, will be finished. 

The Lehigh Valley shops at Weatherly, Pa., are building 
several consolidation locomotives for the road; one was 
finisted last week. 

The George W. Snyder Co. in Pottsville, Pa., is building 





ve 
in its large machine shop three narrow gauge locomotives 
tor the Brighthope Railroad in Virginia. 

Car Notes, 

The National Car Co., whose cars run chiefly over the 
Central Vermont and Grand Trunk lines, has decided to 
build shops in which to repair its own cars and construct 
new ones. A committee has been appointed to choose a 
location for the shops. 

The Jackson & Sharp Co. at Wilmington, Del., has a con- 
tract for six passenger coaches and two baggage cars for the 
Pensacola & Atlan:ic road, to be finished next summer. 

The Louisville & Nashville shops at Louisville, Ky., ere 
building new cars for the road, and lately sent a lot of new 
flat cars to the Pensacola & Atlantic road. 

The Bellefonte Car Works at Bellefoute, Pa., are now in 
operation. 

The Harrisburg Car Manufacturing Co. has lately turned 
out a number of coal cars for operatorsin the Clearfield 
Region. 

The Missouri Car & Foundry Co. in St. Louis is building 
an addition to the foundry. The works are very busy on 
orders for freight cars. 

Tne Lehigh Valley shops at Weatherly, Pa., are building 
a large number of new cars for the road. 

The Wilmington & Weldon shops at Wilmington, N. C., 
are building a number of new cars for the road. 

Pennock Brothers at Minerva, O., are building a number 
of coke cars for private operators. They are turning out 
about 25 cval cars a week for the Connotton Valley road, 

The Union Pacific Co. is building an addition 400 by 170 
ft. to its car shops at Omaha. 

The Southern Car Works at Knoxville, Tenn., are now 
nearly ready to begin work. The buildings are all up and 
the machinery is being putin. The buildings are an erect- 
ing shop 172 by 72 ft., a machine sbop 180 by 82 ft., engine 
and boiler house 55 by 41 ft., blacksmith shop and drying 
house for luinber. The officers of the company are : George 
W. Colwell, President ; R. L. Lott, Vice-President and Man- 
ager ; R. L. Roberts, Secretary and Treasurer ; A. P. Case, 
Superintendent. 

The Barney & Smith Manufacturing Co. at Dayton, O., is 
building some new sleeping cars for the Wagner Sleeping 
Car Co., to run un the Iron Mountain road. ; 

The Jackson & Sharp Co. at Wilmington, Del., is build- 
ing a number of new Wagner sleeping cars ; also 12 passen- 
ger and 8 postal cars for the Ohio & Mississippi road 





The Terré Haute & Indianapolis shops at Terre Haute, 
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Ind., recently turned out two new passenger cars of very 
handsome finish. 

The Gilbert Car Works in Buffalo, N. Y., have been add- 
ing to the shops, which now have a capacity of 10 freight 
cars a day. Besides « large order recently noted from the 
Buffalo, New York & Philadelphia the works have lately 
taken an order for 800 box and coal cars for the New York, 
Lake Erie & Western road. 


Bridge Notes. 

The Leighton Bridge & Lron Works in Rochester, N. Y., 
have just finished an iron bridge over the Eau Claire River 
in Wisconsin, for the Chicago, St. Paul, Minneapolis & 
Omaha road, : 

The Philadelphia Bridge Works of Cofrode & Sayler at 
Pottstown, Pa., are very busy, with a number of orders to 
be filled. 


Iron and Manufacturing Notes. 


The Colurado Coal & Iron Co. has begun work on a second 
blast furnace at Pueblo, and is a’ its rolling mill at 
Denver double turn, making bar iron and rerolling iron rails. 

The Pennfield Block Co., in Lockport, N. Y., are making 
a number of e trucks; also a sample four-wheel bag- 
gage truck for the Chicago & Northwestern road. 

he Bethlehem [ron Co., in Bethlehem, Pa., now has about 
2,500 men employed, and is turning out steel rails at the 
rate of 140,000 tonsa year. The rolling mill has five trains 
of rolls, and there are four Bessemer converters. 

The Glendower Iron Works, at Danville, Pa., are putting 
up a new bar mill. 

Isabella Furnace, at Phoenixville, Pa., has gone into 
blast, after a “ty for repairs. 

The Franklin Iron Works, near Clinton, N. Y., are very 
busy. The furnace is making 60 tons of pig iron a day, and 
has run up to 75 tons occasionally. ; 

The Indianapolis Rolling Mill is running on iron rails for 
the Pennsylvania Company, to be used on some of the 
leased lines. The mill has orders to reroil several large lots 
of iron rails. bs 

The Laclede Rolling Mill in St. Louis is running full in all 
de ments except the bar mill. 

xcelsior Furnace at Ishpeming, Micb., is running on 
hematite ore and making about 20 tons of iron a day. 

The Louisville (Ky.) Rolling Mill has been leased to A. J. 
Moxham and others and will soon be started up. 

The furnace of the Struthers Lron Co. at Youngstown, Pa., 
has been repaired and will soon go into blast. 

Clara Furnace at Newcastle, Pa., has been leased to par- 
ties from Youngstown, O., and will be put in blast at 


onee, 

The mill of the Scranton Steel Company in Scranton, Pa., 
is nearly finished. The main building is61!. y 4271¢ ft., 
with wings 37! by 139 ft. and 76 by 139 ft. The rail-finish- 
ing house is 10414 by 89 ft., with an annex 37!4 by 104), ft. 
There are also a machine shop, foundry and blacksmith 
shop, all of stone, very nearly finished. 

The rolling mill of Graff, Bennett & Co. at Bennett Station, 
near Pittsburgh, was destroyed by fire early on the morning 
of Dec. 11. The mill was a large one, employing about 
1.000 men. Loss estimated at $300,000; insurance, $150,- 
000. 


The Rail Market. 

Several sales of steel rails are noted at from 860 to $62 
per ton at mill for lots of from 2,500 to 5,000 tons. English 
steel rails are quoted at $63 to $65 at port. 

There is an active inquiry for iron rails, and quotations 
are $47.50 to $48.50 per ton at mill for heavy rails, with 
prices running up to $50 to $53 for light sections. 

Spikes are still quoted at $3.15 per 100 lbs., with a small 
advance for early deliveries ; fish-plates. $2.60 ; track-bolts, 
$3.25 to $4. - : 

Steel blooms are firm at about $46 per ton, duty paid, 
with little business reported. 

Old rails are higher, quotations being as much as $30 to 
$30.50 per ton for tees in Philadelphia. 


Live Stock in Manitoba. 


The Morton Dairy & Colonization Co. has been organized 
in Montreal and secured 135,000 acres of land in the 
Turtle Mountain District in Manitoba, with the privilege of 
75,000 acres of grazing land. The object of the compan 
is to establish a large colony, the members of which will 
engage in dairy farming and the raising of stock, special 
attention being given to improved stock. The manufacture 
and export of Satter and cheese are intended to be promin- 
ent features of the colony. 


A Smoke Consuming Device. 


President Flad and Commissioner Whitman returned yes- 
terday from Springfield, Mo., where they have been investi- 
ting smoke consuming machinery. Mr. Flad states that 
© witnessed the operation of a simple and practical appli- 
cation of smoke consumption, the most practical of any he 
had yet met with, The machine examined was a stationary 
boiler, the furnace being so constructed that the smoke, in- 
stead of ascending, apparently descends directly through 
the fire and grate-burs beneath and is consumed. 
In replenishing the coal in the furmace the fued 
is placed on the top of the fire, and the smoke in passing 
through the incandescent coals beneath is totally consumed. 
He added that not a particle of smoke was observed in con- 
nection with the machine. The originator of the idea of 
consuming smoke by causing it to descend through live coals 
is a Mr. Hawley, of this city, who applied it to stoves only, 
but its application to steam boilers and locomotives—it re- 
uiring a boiler of peculiar construction—was discovered by 
Michael Kearney, Master Machinist of the St. Louis & San 
Francisco Railroad. Mr. Flad believes that a locomotive 
constructed on the above _—— could be successfully used 
in the tunnel.—St. Louis Globe-Democrat, Dec. 7. 


An Excellent Idea. 


Conductors on some of the trains on this division of the 
Central road now require their brakemen to assist passengers 
on and off trains and then to pass through the coaches to assist 
passengers in obtaining seats. If only a few seats are oc- 
cupied they make no stir, but when men or women show a 
ad tion to have the use of four seats in a crowded car, 
with only one ticket, they pera but firmly remove the 
blockade and give the standing passengers a share of the 
space. It is about tim? that the race of selfish and unac- 
commodating railroad travelers was effectively sat upon.— 
Utica (N. Y.) Herald. 


Precautions Against Small-Pox on Railroads. 
The State Board of Health of Illinois has issued the follow- 
lowing circular to the different raiJroad corporations of the 
urging that every effort be made to compel the em- 
es the roads to become vaccinated at once: ‘‘ Attention 
ving been attracted to the fact that, in several instances 
d the past year, the only cases of small-pox in certain 
localities have been ainong ra employés, the State Board 
of Health byrgene Bi we upon you the necessity for prompt 
vacei as the case may be, of the en- 
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heavy immigration movement the danger of infection is 
greatly increased. e co-operation in al] measures looking 
to the prove of the public health and consequent avoid- 
ance of interruption to travel and traffic, which th> board 
has, whenever occasion required, found you ready to accord, 
prompts the belief that you will adopt this recommendation 
forthwith and push its efficient enforcement.” 


Machine for Fixing Tires. 


A “‘machine for fixing tires on railway and tramway 
wheels by hydraulic pressure, etc.,” was patented in Great 
Britain by A. C. Uljée and J. Cleminson, March 22, 1881. 

This apparatus is described as follows in the abstracts of 
the patent specifications published in Engineering: 

** It is constructed with a cylinder and ram, or a series of 
cylinders, each provided with a ram, and having connected 
thereto hooks, claws, or clamps, serving to connect the press 
cylinder or cylinders with the wheel body or with the tire. 
The drawing shows an arrangement in which one cylinder 














Aisused. Itis provided with a number of radialarms B 
to which the hooks or claws C are hinged or jointed at C 
and the ram is furnished with a corresponding number of 
radial arms E that serve to carry the tire # and force it on 
to the wheel body G while the latter is held by the hooks or 
claws UC’, or when a tire is to be taken off a wheel body, the 
radial arms E of the ram D may carry the wheel body G by 
means of an interposed ring H, the tire F resting against the 
hooks or claws C, whereby it is held while the ram D forces 
the wheel body out of the tire.” 

Speed Indicator for Engines, Ete. 

Mr. W. Stroudley, the well-known Locomotive Superin- 
tendent of the London, Brighton & South Coast Railway in 
England, has patented, in that country, an improvement on 
a former patent for an analogous instrument. The follow- 
is an abstract of his specification: 

‘** The present invention consists essentially in adding or 
substituting for the glass gauge tube and graduated scale, an 
upright cylinder containing liquid and floats, which floats, by 
their rising and falling movement, actuate a recording pencil 
or indicator. The rising or falling movement of the floats is 
effected by the greater or less speed of a centrifugal pump or 
fan. In the drawing, a a! are two cylinders, c the pump 





cr fan driven by pulley d. The bottom of cylinder a 
communicates by passage e and e! with the other cylinder 
a. f f! are two floats connected by cords g g' with a 
groove pulley A. The revolution of the pump or fans tends 
to force the liquid up the passage e, thereby raising 
the float /, and causing the float f! to descend in a 
corresponding degree. The movement of the floats 
causes the wheel h and the indicator finger o to be turned. 
Upon the axle of wheel A is a pinion k, which gears 
with arack /; a pencilor marker m is thereby raised or 
lowered, and records upon a moving piece of paper the ex- 
tent of its movement.” 


Detroit Young Men's Christian Association. 


_ The Railroad Branch of the Detroit Young Men’s Chris- 
tian Association issues a little monthly paper with much 
readable matter about the work of the Association, pleas- 
ant personals, etc. The Railroad Branch has a debating 
club, reading room and classes in French, German, mechani- 
cal drawing and free-hand drawing, The reading room at 
Grand Trunk Junction has an average attendance of about 
1,000 a month, and is well supplied with newspapers and 
magazines, with a few books. Bible classes are taught and 
religious meetings held on Sundays. 


Reading rooms at 
Wayne Junction and Ionia are assisted. 








TRAFFIC AND EARNINGS, 


Lake and Canal Business of the Season. 


The Buffalo Commercial Advertiser says, referring to the 
annual statement of lake and canal business for the season: 
“The receipts by lake make a small showing when compared 
with those for 1880, but it must be remembered that last 
year was an extraordinary one—there is no parallel for it in 
the history of the trade. When compared with other years, 
however, the past season does not make a very bad appear- 
ance. The total receipts of grain, with flour reduced to 
wheat, were 61,188,000, which is only eighteen million 
bushels less then the total for 1879. The arrivals of lumber 
are largely in excess of those for previous years, standing at 
235,578,000 feet to 218,000,000 for 1880 and 207,521,000 
for 1879. The statistics of the coal trade are very gratify- 
ing and show a steady and rapid increase in that important 
branch of business. The aggregate last year reached 
806,771 tons. 

“In the canal trade the most gratifying feature is in the 
movement of up freight, which was larger last season than 
for many years. The deliveries at this port reached 691,879 


- tons, to 557,604 in 1880 and 499,453 in the preceding’ year, 
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The shipments of grain to the East, although smaller than 
for the past three years, were still large, reaching 44,175,000 
bushels. They have been down to twenty-seven millions be- 
fore and then went up to seventy-two millions. It was not 
to be expected that the grain movement by canal the past 
season would have been as large asin 1880, That was an 
unusually good season in many respects, while the last sea- 
son was an unusually bad one. There is nothing in these 
figures to indicate that the canal has outlived its us2fulness, 
but they do show that relief must be had in the shape of a 
free canal. 

“The average freight rate has ruled very low in past sea- 
comes = never as low as in 1881, as the following summary 
will show: 


Ave. Sea- Arve. Sea- 
Years. son rate. | Years. son rate. 
=a ‘ 187 , 6.6 








PARA 
wDowm 


“‘ There are no two opinions that boatmen cannot continue 
business on a four-cent freight and pay a quarter of that to 
the state in the shape of tolls.” 

New York Railroad Returns. 


Tbe following figures are from statements made to the 
New York State Engineer tor the year ending Sept. 30: 


1880-81. 1879-80. Increase. P. c. 
Cayuga & Susquehanna ... $83,626 $63,973 $19,653 30.7 
2 ecm a TR tas Pr hae 
Elmira, Jefferson & Canan- 
a8 a on ok Se fon cbc sa det! waxetves 
Elmira & Williamsport .....  , See 


Geneva, Ithaca & Sayre 


... 462,920 
N. Y., Ontario & Western... 


318 ,464 
925,044 583,212 


Oswego & Syracuse.. ...... 410,423 387,364 23,059 
Poughkeepsie, Hartford & 

SIRS ae 59,232 56,101 3,131 5.6 
a ‘ 23,780 23,462 1.4 
Syracuse, Binghamton & 

RPE DRE ESE 061,574 869,167 192,407 22.1 
Utica, Chenango & Sus. Vy. 721,882 544,616 177,266 32.5 

Se ae ae 330,841 284,642 . 16.2 
WOHEA VOUOY. ....cscccess 103,878 100.761 3,17 «3.1 


Net earnings cannot be given, as the published statements 
generally include interest and rentals in expenses: 


Sandusky Coal Shipments, 

During the season of navigation just past 105,000 tons of 
Ohio coal were shipped by lake from the Baltimore & Ohio 
docks at Sandusky, which is more than twice as much as 
was ever shipped from that port before. 





ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 








Page. : Page 

Alabama Great Southern...... 286 Ligonier Valley................. 

Allegheny Valley.............. 601 Little Rock & Fort Smith ..... 234 
Atchison, Topeka & Santa Fe .. 227 Long Island.............  ... « 

Atlanta & Charlotte Air Line... 315 Louisville & Nashville.490,553, 567 
Atlanta & West Point....... ... 476 Louisville, New Albany & Chi. 104 
Atlantic, Miss. & Ohio ......... 649 Maine Central......... oe coe OJ 
Baltimore & Hanover... ...... 408 Manchester & Lawrence....... 310 
Ba‘timore & Ohto.............. 673 Manhattan Elevated............ 495 
Baltimore & Potomac.......... 315 Marietta & C'ncinnati.. --. 133 
Boston & Albany............... 615 Memphis & Charleston ... 649 
Boston, Concord & Montreal... 315 Michigan Central... ...... 266, 272 
Poston, Hoosac Tun. & West.. 12 Midland, of New Jersey........ 228 


Boston & Lowell..............0+ 27 


Mil., Lake Shore & Westera.... 354 
Boston & Maine 


Minneapolis & St. Louis........ 642 


















Boston & Providence Missouri, Kansas & Texas...... 
Boston, Rev. Beach & Lynn Missouri Pacific... 

Buffalo, N. Y. & Mobile & Girard.. 4 
Bur., Cedar Rap. & No 105, Mobile & Ohio.... 447, 553 
Bur., & Northwestern.... .. Montpelier & Wells River...... 315 
Cairo & St. Louis MOETia & Hses0X.....ccccccsesecs 290 
Camden & ~~ — gp aomane 


Canada Southern ......... 
Canadian Railroads ; 
Cape Fear & ¥ — Valle 





Natchez, Jackson & Col 
Naugatuck 
Nevada County.... ..... 








CU LS aepeepepenseeeen: 64 New Haven & Northampton.,.. 26 

Central, of Georgia...... N. Y., N. H. & Hartford...... . 11 

Central, of New Jersey 8 N.Y. & New Engiand......... 708 
entral Pacific............. N. Y., Pennsylvania & O..17', 18 


“hicago & Alton........... 183, 

Chi., Burlington & Quincy..... 180 
Chi. & Eastern Illinois. . 585 
Chicago, Mil. & St. Paul. .. 244 









, 1st 
28 N Y State R’roads.23, 44,60, 106, 152 
3 Norfolk & Western......... 394, 601 


Northeastern (S. C.)... 
Northern Central.............++ 1 
Northern (New Hampshire).... 201 
Northern Pacific................ 











1 
Chicago & Northwestern. 54,462 Ogdensburg & Lake Champlain 354 
Chi., Rock Island & Pac.....2¥i, 367 Ohio & Mississippi........ 182, 585 
Chi. & West Michigan.......... re Ge CN cick act sencendicaues 1 
Cin., Hamilton & Dayton.......330 Oregon Ry & av. Co o00ee BUD 
Cin., Ind., St. Louis & Chi...... 642 Pacific Mail Steamship Co..... 535 
Cin. & Muskingum Valley..... 649 Paducah & Elizabethtown..... u84 
Cin., Richmond & Ft. Wayne.. 394 ‘Panama die 
Cincinnati Southern............ 59 Pennsylvania Company ...... 447 
Cin., Wabash & Michigan...... 373 Pennsylvania & New York..... 44 

13 


7 
Cleve. Col., Cin. & Ind...... 27 206 


Col. & Hocking Valley 
Columbus & Toledo... 
Concord 
Conn. & Passumpsic Rivers.... 
Consoiidation Coa! Co 
Cumberland Valley.... ... 
Dayton & Union.. oe 
Delaware --. 59 
Del. & Hudson Leased Lines.... 44 
Delaware & Hudson Canal.105, 568 
Del., Lack, & Western.’......... 120 














European & N. American..... 2 
Evansville & Terre Haute...... 614 
Fitchburg............. o see2, 708 
Flint & Pere Marquette.. . ... 291 
Gal., Har. & San Antonio...... 195 
Georgia R. R. & Banking Co.... 286 
Grand Trunk............... 234,553 


Great Western, of Canada, 235, 642 
Green Bay & Minnesota. ... 560 
Gulf, Col. & Santa Fe... 








eee noe 
Houston & Texas Central...... 315 


Huntingdon & Broad Top Mt.. 569 
Illinois Central....... .......76,1 
ndiana, Bloom. & West.. 
Indianapolis, Dec. & Spr 














76 Troy & Boston 


Pennsylvania Railroad 


6 Pensacola & Perdido........... 


Philadelphia & Readivg.. 
Phila., Wil. & Baltimore.. 
Pitts. & Castle Shannon.. 
Pitts., Cin. & St. Louis.... 
Pitts.. Fort Wayne & Chi... 
Pitts. & Lake Erie........... ... 28 
Pitts., Titusville & Buffalo ..... 27 
Pitts., Wheeling & Kentucky. 649 
Portland & Ogdensburg.. ... . 381 
Portland & Rochester.......... 

Port Royal & Augusta.... .... 195 
Prince Edward Island.......... 92 
Providence & Worcester. ..426, 615 
Pullman’s Palace Car Co. 5c9 














Pullman Southern Car Co...... 291 
Richmond & Danville...... ... 60 
Richmond, Fred. & Potom.373, 692 
Richmond & Petersburg....... 708 
Rome, W’town, & Ogdensburg. 44 
pS RE Pee eee 427 


St. Johns. & Lake Champlain. 476 
St. Louis, Alt. « Terre Haute.. 5&4 
St. Louis Bridge Co............. 368 
St. Louis, lron Mt. & So.. . 120, 546 
St. Louis & San Francisco...12, 581 
: Duluth,........... . 509 
St. Paul, Minn. & Manitoba.... 
SOMES TVG ee iciccdecprateceds 176 
1 


Savannah, Florida & Western. 
South Carolina. 





Terre Haute & Indianapolis... 448 
Troy & Greenfield Ses 


ndianapolis & St. Louis.... 4% Union Pacitic.......... 
ER csc- + cone. vase 76 Utah Southern................6 
Jeff., Madison & Indianapolis... 105 Utica & Black River 

Junction & Breakwater....... 331 Vernfont & Canada............ 567 
Kan. City, Ft. Scott & Gulf.... 546 Virginia & Truckee............. 545 
Kentucky Central.......... -» _7%6 Wabash, St. L. & Pac..27, 164, 317 
2 yD ae . 164 Western Union Telegraph..... £69 
Lake Erie & Western........... a OF ee pee 475 
Lake Shore & Mich No... Wilmington & Northern,...... 286 
Lehigh Coal & Nav. Co. 5 Wisconsin Central..... ........ 831 
Lehigh Vailey.............0.. Worcester & Nashua........ . 





Cincinnati, Sandussy & Cleveland, 


_This company owns a line from Sandusky, O., to Dayton 
15434 miles, with a branch from Carey to Findlay, 1536 


miles. 


It leases the Columbus, Springfield & Cincinnati 
road, from Springfield to Columbus, 44%/ miles, 


Of the line 


owned 24 miles, from Springfield to Dayton, are leased to 
the Cleveland, Columbus, Cincinnati & Indianapolis Com- 





pany, leaving 190 miles worked 
Fro 


m May 1, 1881, the road was leased to the Indiana, 


<q 





<q 
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Bloomington & Western Company, so that the report for 
the year ending June 30, 1881, covers ten months in which 
the road was worked by the company, und two months in 
which it was leased. 

The general account, condensed, was as follows : 


SRR: eS EF Ae ee $4,005,750.00 
pe RRs) Se Oe ee et oe 428,850.00 
23 Mh FN AEE oo nb 24 Silomitic<one! 4><Bhas ol _ 187.45 
Total stock......... tee eee Fae eee. $4,434,787.45 








I sk Ate E Rabe e tas otactdr tan sessnpses 2,469,993.10 
Bills, accounts and balances payable................. 108,716.45 
acl cca) Gaatecnes SAphsies se ds x paas tn beneame $7,013,497.00 
| RE RAPS 2 a A ee re $6,221 0:26.13 
Col., Spr. & Cin. stock......... ; 505,750.00 
Accounts and balances. ... ; ; 94,166.21 
Rush R, Sloane property............... 128,051.7 
iveias, csschigghpelds. secgsyeaee 938.3 
BUG OG FONG i ion csi as oa ndicedabdienss 50,564.59 
7,013,497.00 








The bonded debt includes $715,000 Sandusky, Dayton & | 


Cincinnati bonds; $4,000 old bonds not extended; $350,000 
Sandusky City & Indiana bonds: $1,072,300 Cincinnati, 
Sandusky & Cleveland bonds ; $425.60 coupon scrip; $219,- 
187.50 coupon certificates, and $109,080 coupons on sinking 
fund bonds. It does not include $27,700 bonds owned by 
the company and $278,000 bonds in sinking fund. Arrange- 
ments are now being made to pay off or settle the $109,080 
coupons on bonds held by the sinking fund. 

It is estimated that the floating debt proper can be settled 
and paid off by the proceeds of the prcperty recovered from 
Rush R. Sloane, a former president of the company. 

The income account is as follows ; 


Gross earnings of road worked, 10 months ............ $649,114.02 








Rental trom C., C., C. « L. Co,, 10 months. . 81,097.27 

Rental from L., B. & W., two months ..... 36,666.66 

Sale of supplies, Sloane property, etc...... 98,604.32 

ss nik Sia taaledn lies nenio re ivi 216-0 -oain kid elk mii tac $865,482.27 
Expenses of operating...................+5 70,486-00 
Interest on bonds and scrip .............. 174,903.82 
sas re 7,003.47 
Sinking fund trustees....................... 10,181.36 
Dividends on preferred stock............... 25,731.00 
Rental Col.,Spr. & Cin., 10 months......... 666.67 
Settlement of claims.....................65 133.47 

—-— 755,105.79 

Balance, decrease of floating debt............ . $110,376.48 


The rental to be paid for the road by the lessee is 33¢ per 
cent. of the gross earnings, with a guarantee of $220,000 
yearly. The lessee also agreed to complete the connection 
(140 miles) from Indianapolis to Springfield by Jan. 1; on 
account of a change of location and scarcity of labor, the 
board agreed to extend the time for completion to April 30, 
1882. It is believed that the completion of this connection 
will increase the earnings of this company’s roid. 

The board recommend the funding of all the debt in long 
consolidated bonds, and believe that such bonds can be 
placed to bear not more than 5 per cent. interest. 





Wilmington, Columbia & Augusta. 


This com uy owns a line from Wilmington, N. C., to 
Columbia, 8. C., 189 miles. The present company acquired 
the road through foreclosure in 1879 from a preceding com- 
pany of the same name, which was a reorganization, svon 
after the war, of the Wilmington & Manchester Company. 
The report is for the year ending Sept. 30. 

The car equipment consists of 12 passenger, 1 parlor, 4 
postal and % baggage and express cars; 220 box and 180 flat 
cars. 

The general account, condensed, is as follows: 


DAO CES OI ORE GI a5 i 00060 0e sp cncerciessecnssness $960,000.00 
Bonds ($8.466 per mile). ............... ccocseceecsees 1,600,00.0.00 
Current accounts and balances.... .. ............-. 108,890.92 
PHONE GG TOG. oon ene cnccs 66 ceccccs sseenccscccecnes 199,968.68 

, | Ee nn ys Pe Ten oI $2,865,859,60 
Road and 


roperty ($13,576 per mile). .$2,565,769.22 
Stocks and bonds owned.... 26,194.71 
Bill one accounts receivable........... 
CRases<cs Sab son Poke eiee bite mmbunalbas 


i aE 124,321.21 
149,574.46 





2,865, 859.60 
The bonds bear 6 per cent. interest. The capital account 
is extremely light, requiring net earnings of only $813 per 
mile to pay interest and 6 per cent. on the stock. 
The earnings for the year were as follows: 





1880-81. 1879-890. Inc. or Dee. Pc. 
Passengers. ...$151,990.48 $117,658.43 I. $34,332.05 29.1 
Freight........ 404,152.13 334,909.02 I. 69,243.11 20.6 
Mail and ex- 
ae 49,064.62 32,938.54 I. 16,126.08 48.9 
Miscellaneous. 35,749.09 61,940.05 D. 26,190.98 42.2 
, rere $640,956.30 $547,446.04 1. $93,510.26 17.1 
Expenses...... 505,039.23 2,022.62 I. 103,016.61 25.6 





Net earnings.$135,917.07 $145,423.42 D. $9,506.35 6.5 
Gross earnings 

per mile .... 3,391.30 2,896.54 LL 494.76 17.1 
Net earnings 

per mile .... 719.14 769.44 D. 50.30) «6.5 
Per cent. of 

expenses.... 78.80 73.40 1 5.40 


The decrease in miscellaneous receipts arose partly from 
a change in the manner of ee accounts for shop work 
done for the Northeastern road, and partly from the giving 
the use of old rails for lum er branches instead of selling 
them. Expenses were increased by $49,200 paid for new 
locomotives. 

The income for the year was as follows: 


Ce 356 a cckeuallin beak gited 2 006ngne. c0seeed $640,956.30 















Interest and balance of car mileage...... ............ 5,929.72 
MEE chop snec se. SERCENR 1+ hoeh <sbSebacne eas $646,886.02 

Working expenses. aa 

Interest paid.......... 

Construction and — 

Floating debt reduced . 5 

—— 616,989.45 

Balance, surplus for the year.... ......... ..... $29,896.57 

ee ee A ie ee 43,999.10 
Balance, Oct. 1, 1881.... .... + + « +++$273,895.67 


The surplus for the year was a little over 3 per cent. on 
the capital stock. The surplus over expenses and interest 
was oo 4% per cent. on the stock. 

The engine mileage and passenger business were as follows: 








Train miles: 1880-81,. 1879-80. Inc. or Dec. P. c. 
ee eR ee 254,981 166,685 I. 88,296 52.9 
Fr ives oat esnus amicnasl besa 226,018 205.597 I 20,421 9.9 
Switching and service..... . 75,751 24,269 I. 51,482 211.9 
IL 0.005 shenhonpumhel 556,750 396,551 I. 160,199 40.3 
Cost of engine service per 
SOIR tents ob 'cned: dou ee 13.2%83¢. 14.25¢. D. 1.02c. 7.2 
Passengers, local ............ °23,185 17,027 I. 6,158 36.2 
“ through......... 70,259 §#438,757 I. 31,502 30.9 
WHO... oo te. peaeienes 93,444 55.784 I. 37,660 67.5 


During the year five new engines were bought and seven 


old ones sold. One passenger and 33 freight cars were built, 
40 freight cars bought. ‘ 
There were 1,656 tons steel rails and 103,038 new ties 
laid. The filling of Wedgefield and Wateree trestles has been 
finished, and work begun at the Pedee River trestle. 

Since the reorganization the surplus earnings have been used 
to put the road in good condition and provide needed equip- 
ment. Itis now believed that the road can fearn regular 
dividends on the present stock. The first dividend, of 3 per 
cent. from the earnings of the past year, has accordingly 
been declared. All surplus over the dividend will be ap- 
plied to improvements, 

Several new freight warehouses have been built or ordered; 
a new one is much needed at Wilmington. 

1 business has increased and the area of cultivated 
land on the line is steadily growing larger. The board be- 
lieve that several short local branches can be built with much 
benefit to the road. 





Cheshire. 


This company owns a line from South Ashburnham, Mass., 
to Bellows Falls, Vt., 5314 miles. It leases from the Fitch- 
burg Company the use of tracks from South Ashburnham 
to Fitchburg, 10% miles. From June, 1880, it has also 
leased th> Monadnock road, from Peterboro, N. H., to 
Winchen‘lon, Mass., 16 miles. The following statements 
are for the year ending Sept. 30. 

The stock is $2,153,300, and the funded debt $800,000, 
bearing 6 per cent. interest. 

The earnings for the year were as follows: 




















1880-81. 1879-80. Ine. or Dec. P.c. 
Passengers.... ... $165,277.04 $136,341.56 I. $28,935.48 21.2 
.., =a 445,160.47 4382.825.36 IL 1%,335.11 2.9 
Other sources.... 12,157.74 20,703.97 D. 8,546.23 41.3 
Oe .. $622,595.25 $589,870.89 I. $32,724.36 5.5 
Expenses........: 538,184.58 489,152.46 I. 49,032.12 100 
Net earnings.... $84.410.67 $100,718.43 D. $16,307.76 16.2 
Gross earn. per 
a A 7,782.44 8,548.85 D. 766.41 8.8 
Net earn : 
eee -- 1,055.13 1,459.69 D, 404.56 27.7 
Per cent. of exps. 86.44 82.92 I. BiB ccs 


Expenses include rentals in each year. The amount paid 
for the use of the Fitchburg track is $51,C00 a year. The 
rent of the Monadnock road is $18,000 a year. 

Payments for interest were $48,000, leaving a surplus of 
$36,410.67 for the year. 

The passengers and freight carried were: 


. 1880-81. §1879-80. Increase. P. c. 
Passengers............. 146,265 134,282 11,983 9.0 
Tons freight............ 546,631 501,487 45,144 8.9 


A large part of the business of the roadis in through 
freight, carried generally at very low figures, thus bringing 
up the expenses toa high proportion of the earnings. 





Richmond & Allegheny. 


This company has just completed a railroad from Rich- 
mond, Va., along the line of the old James River & Kana- 
wha Canal to Williamson, on the Chesapeake & Obio road, 
230 miles, with a branch from Balcony Falls to Lexington, 
20 miles. 

The report for the year ending Sept. 30 was presented at 
the annual meeting in Richmond, Dec. 14. The completion 
of the road is too recent to admit of any statement of earn- 
ings, and the report relates chiefly to construction. 

he g2neral account is as follows: 


eer b RAR hinetend tiene einen ie eae shes $5,000,000 .00 

ORO THOME ooo cect cccccccess scceed 4,925,000 .00 

Second-mortg»ge bonds...................0-eeeeee 729,000.00 

ET Cs isin vans .drccagheseie shapes 170,000.00 

James River & Kan. Canal liens assumed........ 1,537,381 .42 

Bills and accounts payable, accrued interest... 1,148,866 .84 
NN Se ene vatnsees den ssnw capa sm aekiiss $13,510,248 .26 

Cost of property to date. .......... 11,798,156 .36 

J.R.& K. Canal liens with trustees 1,3933637.66 

United States bonds at par........ 142,000.00 

Bills and accounts receivable...... 107,721.03 

PI 0c. c4aschaweatede! <0 aebince 23,359.84 

DENCH caGnaiscvengnes mes Aceh wach 45,373.37 





13,510,248 .26 
The General Manager reports that the earnings on the de- 
tached sections worked have been very good. Operations 
have been somewhat delayed by the slowness of manufac- 
turers in delivering equipment. Convenient stations have 
been built on this line and a large freight station is in prog- 
ress on the old canal basin in Richmond. An extension to 
Nineteenth street in Richmond isin progress. A round- 
house and small shop are nearly finished in Richmond and 
larger shops are to be built near Lynchburg. The construc- 
tion of several wagon bridges over the James River, to give 
access to stations on the road, is recommended. 

The President’s report says: ‘‘ The Richmond & Allegheny 
Railroad Company acquired the properties, works and 
franchises of the James River & nawha Company and 
the Buchanan & Clifton Forge Railway Company at a cost, 
in stock and cash, of 6,389,511.93, thus  securin 
legal right of way for its railway lines, basin an 
docks in Richmond, and other property, including liens 
of $1,537,381.42. The company acquired rights of way 
needed by improved location at a further cost, in cash, 
of $199,097.83. These disbursements have been 
arbitrarily divided—‘ distributed’ between Richmond dock 
property, valued at $1,000,000, and rights of way and 
franchises, $5,588,609.76 — total, $6,588,609.76. Jnder 
an agreement between the trustees of the first mortgage and 
the company, provision was made out of proceeds of first- 
mortgage bonds for existing liens, which were to be acquired 
by the trustees and held uncancelled as a muniment of title 
and of further assurance. The amount of these liens out- 
standing was $1,537,381.42, of which the trustees, on Sept. 
80, 1881, had acquired $1,393,637.66. They have since de- 
livered to the state of Virginia $74,743.04. 

‘* The amount of liens outstanding has been diminished by 
state bonds for the maintenance of convicts employed, $79,- 
128.15; county of Rockbridge bonds, acquired 4 tes com- 
pletion of road, $50,000; city of . we mds, ac- 
quired by water-works contract, $35,000. The amount of 
liens now outstanding as held by first-mortgage trustees, 
$1,318,894.62; held by others, $54,358.65—total outstand- 
ing, $1,373,253.27, 

** Since date of balance sheet and upon completion of 250 
miles, satisfying contract of March 5, 1880, all the United 


. | States bonds have been delivered to the cumpany by the 


Board of Public Works of the state of Virginia. 

“The main stem, Richmond to illiamson (with 
arrangements for temporary use of the Virginia Midland 
track rou Lonchbare. as contemplated by statute), was 
completed Sept. 12, 1881; the branch to Lexington, Oct. 14, 
1881, in advance of charter requirements. * * * * 

‘“‘An engineer of water power has been appointed, and 
under a careful supervision it is b>lieved that this de ment 





of the property will become an important one. easures 
are under pe Ae Tr for the phe improvement of the 
power at Richmond, The power owned by the city of Man- 


718 


chester has been acquired by this company. The differences 
between the authorities of Lynchburg and the Canal Com- 
pany have been happily adjusted. 

“Tbe important events in the history of the company 
are: first, the coptract entered into with the Ohio Central 
Railroad Company, of Ohio, the Atlantic & Northwestern 
Railroad Company, of West Virginia, and this company, 
for the consolidation of the three companies: the subscrip- 
tion of $5,000,000, secured for the completion, of existing 
lines;extension of Ohio Central to the Ohio River, bridging 
the Ohio and construction of railroad to Charleston, 
W.Va. The projected route of the extension is from Eagle 
Rock, 17 miles west of Buchanan, following the valley of 
Craig’s Creek, and by tunnel of one mile to the valley of 
Sinking Creek, a tributary of New River. This route admits 
of aline with amaximum grade of 30 feet. The length of 
the entire lines, consolidated and to be constructed, is stated 
at 800 miles.” 
improvements required and now partly in progress are ad- 
ditional sidings, sheds and stations; changes in alignment; 
bridges and crossings; round-houses, tanks and shops, an 
an extension of the road at Lexington to connect with the 
Valley road, 


Wilmington & Weldon. 


This company owns a lineefrom Wilmington, N. C., to 
Weldon, 161.25 miles, with a branch from Rocky Mount to 
Tarboro, 17.75 miles, making 179 miles in all. The forty- 
sixth annual report is for the year ending Sept. 30, 1881. 
The equipment consists of 24 locomotives; 17 passenger, 3 
combination, 2 postal and 5 express and baggage cars; 221 
bex, 10 stock, 135 flat and 7 caboose cars; 1 paymaster’s 
car, 1 wrecking car and 2 bridge cars, 


The general account, condensed, is as follows : 
Stocke ($8,135 per mile).............0..cecccseccceee $1,456,200,00 
oh ce mae rrr rere 1,619, 100.00 
Accounts and balances payable........, ........... 99, 
PEAT Si cdwaseleuteskss isedeipsicun soekee 496,132.23 
Ph ititkenschtadiwadnd eh. debabanne sess kéucadh .671,430.96 
Road and equipment ($18,693 per - ‘ 
Es tGhasshaiechneews. o esnese ..» $3,345,874.79 
a ee es 13,900.00 
Accounts and bills receivable........ 83,580.69 
SG 15 iebts coun ahh atthe lik dadb-aeeie ee 228,075.48 
——_ $3,671,430.96 





The bonded debt consists of $648,700 sterling 6 per cent. 
bonds, due in 1881; $228,400 sterling 7 per cent. bonds, and 
$749,V00 dollar 7 per cent bonds. The sterling bonds due in 
1881 are being funded into 7 per cent. bonds, as provided 
in the mortgage. 

The earnings for the year were as follows : 





1880-81. 1879-80. Increase. P.c. 

Passengers.......... $219.912.06 $178,251.94 $32,660.12 18.3 
ne ESS 449,914.25 365,506.30 84,407.95 23.1 
DT Sahecwe scion £0,090.54 59,417.03 30,673.51 51.6 
ee ote $750,916.85 $ 03,175.27 $147,741.58 245 
EEXPOMeeS...... 2... 2000 447,083.61 381,477.07 65,606.54 17.2 
Net earnings... .. $303,833.24 $221,698.90 $82,135.04 37.0 
Grossearns. permile 4,195.07 3,369.69 825.38 24.5 
Net earn. per mile... 1,697.39 1,238.54 458.85 37.0 
Per cent. of exps.... 59.50 63.2 Avon 
nd 


Included in expenses were $38,203.59 for new shops a 
$6.778.51 for stone culverts. The increase in earnings rep- 
resents an extraordinary gain in traffic, as rates were gener- 
~ reduced from the preceding year. 

bh 





e income account was as follows : 
IDL, 5 SE SLa Case's, od ose aanddersan cates 750,916. 
I edicaiks Asrvwies b40b600) acu) beceadas s 1202-70 
ID GE II GIDE, 0. ainc cs ccscccencccdssvacconce 50,207.03 
Erk ite aka” cs 2a essbawssundsasauadeies tiem $802,326.58 
ices ran snchenabsierde. 06 oan 7,083.61 
BNE no sase ones snescesesvvsseseccoves 105,368.15 
Car mileage, baJance.................... 181.87 
Cunstruction and property............ os 5,651.20 
Dividends, 6 per cent............ 87,138.00 
————_ 645,422.83 
IID oc: icv dibiisliiis in psiairendiin a nhieei's > caine “Kai obo dace $156,903. 
Balance of assets Oct. 1, 1880........ 20... ceeeee sees 134 752.42 
i eo cei tue $311,656.17 


The net income after paying interest was 13.6 per cent. on 
the stock. 


The train mileage for the year was as follows: 





1880-81. 1879-80. Inc. orDec. P.¢, 

ee 305,325 216,253 - 89,072 41.3 
Raa 228,125 192,259 35, 18.7 
Service and switching.. 66,625 55,982 I 10,643 19.0 
re 600.075 464,494 I. 135,581 29.2 
Average per engine.... 25,003 20,195 s 4,808 23.8 
Cost per engine-mile... 11.33 cts. 13.67cts. D. 2.44 cts, 17.1 


During the year 1,152 tons of steel rails and 54,887 new 
ties were put in the track; there are now 72% miles laid 
with steel. Several hundred feet of trestle were filled in and 
several stone culverts built. One new engine, 10 stock and 
6 flat cars were built. “The new round-house and car-s 

were completed. Road and equipment were well mainta ° 

A new warehouse and cotton platform were built at 
Goldsboro; a new and larger warehouse at Wilmington is 
needed at once. 

Smith’s Creek bridge is now being renewed in iron, and 
Rockfish Creek bridge will shortly be renewed, leaving all 
the bridges in good order. 

A branch from Halifax to Scotland Neck, 20 miles, is 
nearly —- the people on the line furnishing the 
grading and ties and this company the rails, which are 40 
ibs. steel. The building of other branches is recommended. 

This year’s crops on the line have been short, which may 
reduce the business of the current year. About half the 
freight earnings are from local business. 

The report says of the history of the road: “It was 
finished in 1840, and the first train passed over the distance 
of 162 miles on March 9 of that year. At that time Walter 
Gwynne, Chief Engineer, said in one of his reports it was 
the longest road in the world constructed under one charter. 
The various culverts and bridges along the line were built 
of wood, and from time to time necessitated considerable 
extra expense in making renewals. The road-bed not being 
ballasted, shortened the life of the rails. The track was 
made of re and strap-iron. 

“ The first dividend was declared in 1851, the earni of 
the previous years being entirely devoted to paying the debt 
of construction. From 1851 until the close of the war, the 
company paid regular semi-annual dividends. From A 
1865, when the reconstruction of the road to , 
no dividends were paid, all the net earnings of the road 
being applied to reconstruction. In the depression of ‘trade 
consequent upon the panic it necessary to suspend 
tien ant bread net cormings, bey made were ex- 
pen n improvi property. For past three years 
3 per cent. cumeal dindiende hens been paid. Itis belleved 
that 6.per cent. per annum can hereafter be paid to the 
stockholders, the property, as far as necessary, be im- 
eroees; any excess of earnings beyond that to be applied to 


improvement of the re the old iron on 
it woare out, with wae _—s _ 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made able to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpitorR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and ee geet if they 
will send us early information of events whic pn 
under their observation, such as changes in railr offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important im of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as to its impr ent i ions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
ogee annual reports, some notice of all of which will 








Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anythiny in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 

tons, and those only, and in our news columns present only 

such matter as we consider interesting and important to 
our readers. Those who wish to recommend ir inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 








* ENDING THE RAILROAD WAR. 


For three or four weeks past it has been reported 
and generally believed that the end of the railroad 
war was near, and on Wall street especially scarcely a 
day has passed: without a report that a meeting was 
appointed or had been actually held, or that ‘‘ the 
preliminaries” had all been settled at a private meet- 
ing of the trunk-line presidents, and that only some 
‘* formalities” remained to be executed before peace 
would be declared and rates advanced. 

There has not been all this smoke without some 
fire, though the reports have been due to men’s 
hopes and desires and expectations more than to 
facts accomplished. The one solid ground for expect- 
ing ‘peace was, and is, that all parties now evidently 
desire it, and desire it strongly. Strange as it may 
seem, this has not always been the case. 
From the beginning of the railroad war down to a 
comparatively recent date the conduct of one party 
to the contest could only be explained by the assump- 
tion that it desired profits on through traffic to be re- 
duced as much as possible for a season—a_ policy for 
which explanations of different kinds can easily be 
found. Rates were reduced to the lowest figures on 
traffic concerning which there had been no disagree- 
ment and no dissatisfaction—at least, none expressed. 
The policy in a railroad war, as inany other war, is to 
inflict all the losses possible on the enemy. We not 
only invade the territory which we claim, but that 
which we make no pretence to; we not only charge 
the armed lines opposed to us, but we blockade the 
ports and destroy the depots of supplies which help to 
sustain that line ; we may not be disposed to listen to 
terms of peace, much less to propose them, at the be- 
ginning of a campaign, because we expect that before 
the end of it the enemy will have suffered so much 
that he will be willing to accept or will even himself 
propose what before he would not have listened to. 

But at last there is every indication that all parties 
wish to make the through traffic remunerative again; 
and there have been some negotiations between the 
parties, although, so far as we can ascertain, the con- 
ferences have been very few, and usually not all the 
trunk lines were represented in them. This, however, 
is not important. The Pennsylvania’s interests are so 
similar to the Baltimore & Ohio's that a policy accept- 
able to the former is not likely to he condemned by 
the latter. 

At the first actual conference of the roads, it is re- 
ported that the New York Central representatives, 
though claiming that the rates to New York should 
be made as low as to Philadelphia and Baltimore, in- 
timated that a settlement might be made on the. basis 
of ‘differences ‘half as great as those established 
at the end of the railroad war in 1876—that is, that 
hereafter rates on freights from the West, might be 
1 cent per 100 lbs. less to Philadelphia and 1} cents less 





| to Baltimore than to New York—a very small differ- 


ence indeed, when we consider that advances and re- 
ductions in regular freight rates are usually not less 
than 5 cents ata time. This proposition, so the report 
gives, was rejected by the Pennsylvania Railroad as 
wholly inadmissible; and since that time, so far as we 
can learn, there has been no meeting of the trunk lines 
for the purpose of considering the subject of east- 
bound freights and the rates on them and the differ- 
ences in the rates, although at a meeting last Saturday, 
which had other necessary work to do, representatives 
of three trunk lines being present, the subject was 
further discussed, as it islikely to be on almost any 
occasion of the meeting of representatives of these 
companies—all desiring greatly to make the through 
traffic profitable, which is now worse than unprofit- 
able. 

What was the outcome of the negotiations last 
Monday we can only infer from the report of the inter- 
view with Mr. Vanderbilt, which we publish elsewhere. 
In this he says that he had offered to leave the question 
of the differences in rates to the different seaboard 
cities to the arbitration of Mr. Charles Francis Adams, 
Jr., before whom the chambers of commerce of the 
several cities would be called to argue it ; but that this 
proposition was rejected by the other trunk lines. 

Last Monday there was a meeting of representatives 
of the trunk lines at Mr. Fink’s office with regard to 
west-bound rates, which it was agreed to advance on 
the first of January, making them somewhat lower 
than by the tariff which was in force for several years 
until last summer, but a good deal higher than by the 
tariff of Aug. 6 last, by which a reduction of nearly 50 
per cent. was made. Rates could not be advanced 
until January, because most of the traffic was con- 
tracted until that time at rates as low as or lower than 
the tariff of Aug. 6. But Mr. Vanderbilt refuses to 
accept the decision of Monday’s meeting until the 
whole question of rates and differences is settled. And 
Tuesday announcement was made at Chicago by the 
Pennsylvania and Baltimore & Ohio that through 
rates on east-bound freight were reduced to the basis 
of 15 cents per 100 lbs. to New York, which makes 
them 12 cents to Baltimore and 13 to Philadelphia. 
This may be regarded as a declaration by these con- 
panies that they are prepared to do an unprofitable 
business for some time to come rather than submit to 
the abolition or reduction of the differences in rates in 
favor of Philadelphia and Baltimore. 

With regard to Mr. Vanderbilt’s proposal to arbitrate, 
we have not heard why the other companies objected 
to it; but it is easy to guess their objections. In the 
first place, it is hardly to be expected that in any dis- 
pute the parties will all consent to submit to the de- 
cision of a judge selected by one of them and by the 
one proposing the arbitration; second, the trunk 
lines have chosen a_ board. of arbitrators 
to adjudicate questions of this kind, and 
Mr. Adams is but one of this board of three; 
third, Mr. Adams, long before he was a member of the 
Board of Arbitration, while one of the Massachusetts 
Railroad Commissioners, in one of his reports put him- 
self on record as in favor of equal rates to all the sea- 
board ports—which would be very favorable to Boston, 
which is further from the West than New York, Phil- 
adelphia or Baltimore. 

Very likely Mr. Vanderbilt did not know this; but 
very likely the othertrunk-line presidents did. We pre- 
sume that Mr. Adams would arbitrate fairly, in the 
light of the facts and the arguments, notwithstanding 
what he has said in his reports; but we cannot expect 
that the companies in favor of differences will consent 
to leave the decision of the question to that one of 
their three arbitrators who has expressed himself as 
opposed to them.* 

Mr. Vanderbilt’s proposal to leave the question to 
arbitrators and call upon the boards of trade of the 
different cities to argue it before the arbitrators is, 
however, more practical than to leave it to the boards 
of trade themselves. The latter are parties to the case 
just as much as the railroads, and we could hardly 
hope that they would ever agree upon a decision— 
which, by the way, merchants should remember is 
just what the railroads have to do; but an arbitrator 
or board of arbitrators would be bound to make a de- 
cision. ; 

Perhaps the most important statement made by Mr. 
Vanderbilt is that the New York roads have not ob- 
served the differences agreed to in 1876, but has offset 
them in part: at least, by secret rebates. It has 
been reported. before that the differences to Philadel- 





* “These, and many other questions connected with through 
transportation, have of late been much discussed, und it is well 
that they should be. The more they are discussed, however, the 
more it will become plain that their only effective solution lies in 
the establishment, asa fundamental principle, of exact and abso- 
lute equality in railroad communication between the trade 
centres. of the seaboard and the interior.”—Seventh Annual Re- 


port of the Massachusetts Railroad Commissioners, for 1875. 











phia and Baltimore have usually been offset by reduc- 
tions in elevator or other terminal charges. Certainly 
if this is true it destroys entirely the argument that 
the differences cannot have been too great because the 
New York traffic has thriven under them. In fact, it 
puts us all at sea with regard-to the working of the 
rates, because we do not know what the rates have been. 
The greater part of the time since 1876 we could 
not pretend to know them, because there was 
open war; if, then, when there was no open 
war—but rates were supposed to be maintained— 
rebates were paid secretly on most of the freight 
received, then we have had no experience with 
the differences of 2 and 8 cents per 100 pounds agreed 
upon in 1876. On this question it would be interesting 
to hear the testimony of the Pennsylvania Railroad, 
which carries to the three ports, and which recently 
has carried much more to New York than formerly. 
But admitting that rebates have been paid on most 
of the freight received at New York, we still have not 
proved that no differences have been maintained. 
Have no rebates been paid at Philadelphia and Balti- 
more? It would seem to be easier to allow them there 
without discovery that at New York, where all the 
trunk lines compete, and where it is not easy to do 


anything of the kind which a rival does not detect and. 


meet. 

But the importance of this statement as to the pay- 
ment of rebates to us seems to be this: that no matter 
what the agreement, no line will submit to the de- 
struction or serious diminution of its traffic on 
account of its working. The late one is said 
to have worked NewYork and®* the 
New York roads, and conseqnently it was not 
kept. A new one, making rates equal to all 
seaboard ports, would not be kept if it tended to de- 
stroy the traffic of Philadelphia and Baltimore. We 
may be perfectly sure of this. The railroad ofticers 
cannot bind their companies to give up a traffic that 
has any profit in it, and if they should attempt it public 
opinion in those cities and the states of Pennsylvania 
and Maryland would irresistibly oppose them and 
probably drive them from their positions.. It may 
be perfectly practicable to experiment with various 
rates and differences, and be guided’ by 
the result; but it is hardly probable that a new basis 
of rates will be finally adopted ‘‘for a term of years,” as 
Mr. Vanderbilt proposes, when, as he himself says, 
the old one was habitually violated in behalf of New 
York. 

In view of the difticulty of knowing what the 
rates actually have been under which the seaboard 
cities have been competing—with results reasonably 
satisfactory to them all, so far as their commerce is 
concerned—and bearing in mind_ the impossibility of 
maintaining any agreement that destroys the traffic of 
any road, or any city, it is a question whether we are 
not beginning at the wrong end when we attempt to 
decide finally what shall be the differences in 
rates to the sea-board cities. Whatever may 
be the effect of these differences, they alone 
do not determine the amount of traffic at the 
different ports. One of them does not command 
the same share of traffic at every Western 1oarket or 
source of supply; but New York, perhaps, may get 65 
per cent. of the Chicago shipments and but 40 per 
cent. of the St. Louis shipments. If the traffic were 
divided at its origin, then the question of differences 
need concern the trunk lines very little, but each for 
itself will have to satisfy the several termini to which 
it carries. Allot the Baltimore & Ohio definite per- 
centages of the freight at the various Western traftic 
centres, and the other roads need trouble themselves 
very little whether it charges as much or 60 cents a 
ton less for carrying to Baltimore than to New York. 
So with the Pennsylvania : it will have to take great 
pains not to offend its customers at the three cities 
which it chiefly serves by the differences which it 
makes in rates, and they will certainly keep it 
on its good behavior; but if its total traffic is 
not in any way affected by the ratesat which it car- 
ried, as it would not be under an apportionment, then 
the New York Central could have no cause of com- 
plaint. Should it appear to favor Philadelphia or 
Baltimore rather than New York,.New York mer- 
chants would wish to know the reason why, and could 
exercise .a very serious influence to compel it to do 
them justice. And if agreed differences cannot be 
maintained, as appears to have been the case, it is not 
easy to see what more the railroads can do for their 
protection. With the amount of their traffic abso- 


against 


lutely limited, we may: be sure that all will secure the 


best rates possible on it, and each will make the differ- 
ences to the ports to which it carries as small as pos- 
sible—that is, will get as much for carrying to Phila- 
delphia or Baltimore as for carrying to New York, 
if it can, 
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THE PROSPECT FOR WINTER RATES. 


Last Saturday a telegram from Chicago was pub- 
lished in the New York papers saying that it was 
feared tha the railroads would suffer greatly by re- 
duced grain shipments, even at the low rates ; espec- 
ially as it was understood that very low export rates 
were offered (11 to 12 cents a bushel) from St. Louis 
to Liverpool by way of New Orleans. 

This.is a repetition of what has been said several 
times recently in the Chicago Tribune (but not edi- 
storially). It deserves attention because of the utter 
failure in it to notice what the winter traffic of the 
railroads and the Mississippi has been heretofore and 
is now. 

In all probability the grain traffic of the railroads 
between the West and the East will be lighter this 
winter than for two or three previous winters, but 
chiefly (so far as can be seen now) not because of any 
unusual competition, but for the very good reason 
that there is much less grain in the Northwest to ship, 
and also, to some extent, because an unusually large 
portion of what surplus there is must be carried, not 
to the East for export, but to the South for domestic 
consumption, owing to a failure in the corn crop there 
even greater than in the Northwest. What the Mis- 
sissippi River route will do remains to be shown. So 
far this season it has carried too little grain to 
make any impression on _ the  east-and-west 
traffic. Im September last the river shipments were 
296,279 bushels out of a total 24,356,000 bushels sent 
from the eight Northwestern markets; in October 
106,852 bushels out of 16,173,000; in the five weeks 
ending Dec. 3 they were 629,909 bushels out of 14,349,- 
580. The latter even is but 4.4 per cent. of the whole, 
and it will not probably much more than supply the 
Southern demand at places reached by the river. The 
New Orleans receipts this year and last for different 
periods have been: 


1881. 1880, luc. or Dec. P.c. 
Six months to June 30. .11,967,907 10,481,555 I. 1,386,352 13 
Three months to Oct. 1. 3,328,104 5,207,337 D.1,879.233 36. 
October, four weeks. . 205,719 1,292,403 D. 1,086,684 8&4. 
November, five weeks.. 488,427 1,441,161 D. 952,734 66. 
Five monchs to Dec. 3.. 4,022,250 7,940,901 D 3,918,651 49.4 


Thus, not only are the receipts of New Orleans ab- 
solutely small, but they have been, for the last five 
months, very much smaller than last year, and in the 
jast month but*one-third as large as last year. 

Now as to exports: Since September there have been 
18,119;166 bushels of grain exported from the Atlantic 
ports, and of that quantity 238,e69 bushels, or 1} per 
cent., were shipped from New Orleans. In these nine 
weeks the exports of wheat from all Atlantic ports 
were about 8,900,000 bushels, two hundred and eighty- 

Jive bushels of which went from New Orleans. 

Last year in thecorresponding nine weeks the ex- 
ports of New Orleans were 2,415,942 bushels, out of a 
total of 41,598,716 from Atlantic ports, or nearly 6 per 
cent. of the whole, and 1,212,678 bushels of the New 
Orleans exports were wheat, against 285 this year, and 
its wheat exports were then 5.4 per cent. of the total 
from Atlantic ports. 

Neither has there been any recent increase of exports 
from New Orleans. In the last week of the nine there 
were no exports thence this year, and in the last four 
weeks the total exports have been less than 150,000 
bushels—about half a day’s receipts at Chicago. 

It is true that the rail rates have been so much lower 
this year than last, since June, as abundantly to ac- 
count for the decrease; but it is also true that last 
year and the year before the competition of the Missis- 
sippi, when there were immense exports, was not suf- 
ficient to prevent the railroads from getting an alto- 
gether satisfactory traffic in the winter, at remunerative 
rates. This year, when most of the grain is required 
for domestic consumption, it will not be possible to 
divert so large a proportion of the grain from the rail- 
roads to the East as was possible last year and the 
year before. The river does not carry grain destined 
to. New York, Pennsylvania and New England, and 
the railroads must; and they will do better to insist on 
remunerative rates for this, and let all the export grain 
go:to New Orleans, than secure the whole export grain 
at such rates as they are getting now. The grain con- 


Hone 


sumed in the South these roads will get very little of 


in any event—only what is consumed at or near the 
South Atlantic ports. For this business the railroads 
from the Northwest to the South will contend with the 
Mississippi boats. 

It will be folly for the railroads to keep their grain 
rates down through the winter because of a momen- 
tary stagnancy or even because of low export rates by 
New Orleans, should such be made. If speculation 
has made prices in the West so high as to prevent pur- 
chases by foreign or other consumers, that may pre- 
vent shipments for a time, but only foratime. The 
grain will have to be forwarded in any event, either at 
the prices the present holders want or at lower prices. 
The requirements. for Eastern domestic consumption, 


|which will in any event: take most of the grain this 


winter, the railroads will have to carry, and they will 
getit at any rates they are likely to charge—even 
40 or 45 cents per 100 lbs. from Chicago to New York, 
while they are not likely to charge more than 30. 
This traffic will probably amount to 1,500,000 to 2,000,- 
000 bushels a week, and it is doubtful whether at any 
rates more than 2,000,000 bushels a week will be ex- 
ported in the winter. Ata 20-cent rate there would 
scarcely be any profit in the. grain traffic, however 
large ; at a 30-cent ratea million bushels a week would 
probably yield more profit than two millions at 25 
cents, or any number of millions at 20 cents, especially 
if the winter should be as stormy as the average winter. 
With a winter like the last one, 25 cents would not pay, 
but such a winter we may trust not to see again this 
century. 

‘But even if there should be a large export move- 
ment, it is doubtful if New Orleans can secure so 
large a proportion of it as last year. The grain that 
goes down the Mississippi has hitherto come chiefly 
from the country near St. Louis, or from that which 
can reach it more easily than any other leading Western 
market. Places as near to Chicago as to St. Louis 
have rarely marketed their grain at St. Louis. It gets 
its grain chiefly from Missouri, Kansas and the 
Southern half of Illinois. Now last year these 





pension equal to his regular pay. Should he leave the com 
pany’s service before the end of 25 years, all his payments 
to the fund, with 5 per cent. interest, will be returned to 
him. The pensioner can bequeath the right ta his pension to 
another person, but on the death of tlie latter the pension 
ceases. 


The Bank of Commerce at Orel, Russia, hotifies shippers 
that it has made a contract with the management of the 
Riaschk & Wiasma Railroad, by which it will receive 4 re- 
bate of 20 per cent. on the freight of ali grain and oil seeds 
sent from Jeletz or Riaschk to Wiasma, one-half of which it 
will allow to shippers. What is the consideration of the 
contract is not mentioned. The road bas not heretofore 
earned its working expenses, and the government has had to 
make up the deficit. 


We have all heard of the straight St. Nicholas Railroad, 
from St. Petersburg to Moscow, the location of which is 
said to have been established by the Czar with a rule and a 
drawing-pen ona map. Itseemsto have been a little too 
straight. Some time ago a large wooden bridge was burned 
on the line, and the company was ordered to replace all its 
wooden bridges with iron. Two large ones were near a part 
of the line where the grade at a station was so steep that 
trains could net always be stopped there, and the company, 
to avoid delay in traffic while renewing the bridges and to 
get a better line, determined to build a loop line 14 miles 
long, which is 234 miles longer than the old line. The great 
bridge is over the Msta, replacing an old wooden one, famous 


parts of the country had fine grain crops throughout Europe. The new bridge is an Ameri- 
and a great surplus to market This vear|°™ iron truss bridge of five spans, each of 
sm oe ; ; gee 210 ft., carrying two railroad tracks and over 


Southern Illinois and Missouri have poorer crops of 


| them a highway bridge. The rails are 147 ft. above low 


grain even than the other Western states, and Southern | water mark in the river. The cost was about $900,000. 
Illinois especially has very little grain to send any- | The other bridge was over a narrow stream in a deep ravine. 
where, and is even importing corn to keep its stock. | On the new line a granite masonry viaduct with 18 ft. 
If then much export grain goes down the Mississippi | pening and no less than 372 ft. wide was thrown, and on 
this winter, it must come from districts which hereto- | this an embankment was raised 96 ft. high, and containing 





fore have sent little that way. The parts of the West | 
whose grain crops are comparatively good this year | 
are further north, and usually market their grain at | 
Chicago and Milwaukee ; and though doubtless a rate | 
might be made low enough to divert their grain to the | 
Mississippi route, yet it will take more than any | 
differences made heretofore to so divert it. Rail rates 
of 40 cents per 100 Ibs. year before last and 35 cents 
last year were low enough to secure nearly all 
the export shipments even from points as far 
north as Peoria in those years. If anything has | 
happened to make the Mississippi route cheaper | 
this year, we do not know what itis. There may be | 
an unusually large tonnage at New Orleans seeking | 
cargoes, as a great many rails will be shipped to Gulf 
ports for Texas and Mexican railroads; but a great 
many were shipped last winter also and last summer. 
The vessels, however, will find less cotton to carry this 
year, and that may make them more eager to 
get grain. But ocean rates from New York are also 
unusually low, and will probably be kept low if there 
is any important diversion of traffic to New Orleans. 
A vast amount of steam tonnage leaves New York 
weekly, and this is mostly of vessels in regular lines, 
which must get cargoes in New York or sail light. 
These vessels will accept almost any rate necessary to 
secure a cargo. 

At least, if there is to be any unusual diversion of 
grain to New Orleans, there are no signs of it yet, 
Nor is there anything unsatisfactory about the present 
rail grain shipments, except the rates. The roads have | 
been carrying a large amount of traffic. For the last 
week reported the rail shipments from the North- 
western markets were larger than in the vor- 
responding week of any previous year. For 
the five weeks ending Dec. 3 they were 8,944,000 
bushels this year, 8,632,000 last year, 5,632,000 
in 1879 and 4,200,000 in 1878. It is a time when 
rail shipments are usually light. It is true that the 
extremely low rates of this year make the result much 
less satisfactory than in any other since 1876; but the 
shipments show that there is traffic enough to give the | 
railroads a fair winter business—at least, a business 
which until recently would have been considered | 
large. Whether the railroads can get it at rates | 
which will yield a reasonable margin of profit remains | 
tobeseen. We believe that they can—that they can | 
carry all the domestic traffic and most of the exports | 
without keeping the rate below or down to | 
cost, though there is no doubt that a rate of 18 cents | 
a bushel on wheat would for some time reduce the | 
exports below even what they have been recently, | 
when 74 to 12 cents was paid. The prices of grain at | 
the seaboard, however, are very high, and a fair rail | 
rate can be taken from it and still leave a price to the | 
consumer greater than he has had for years past. 


Foreign Railroad Notes. 


The management of the Great Russian Railroad Company 
has formed a plan for a pension fund for its employés. It is | 
proposes to retain 6 per cent. of every man’s pay for the 
fund, for which after 25 years’ service he will bave 4 life 














400,000 cubic yards of earth. It cost about $208,000. 





The Prussian state railroads have established in Berlin a 
Bureau of Information,” where inquiries of all kinds con- 
cerning trains, connections, fares, freight, etc., are answered, 
and the various freight tariffs are sold. If a man wishes to 
establish a factory anywhere he can learn there just what it 
will cost him to obtain bis raw materials from different 
places, and what to market his products. Inquiries may be 
made either in person or by letter. 

Tick >t commissions would hardly bave excited so much 
opposition in this country if they had been as moderate as 
those paid in Vienna, where the International Sleeping-Car 
Company has recently undertaken the sale of railroad 
tickets—an innovation in that country—at its central office. 
Three of the leading companies have put their tickets on 
sale there, and pay for the service three-quarters of one per 
cent, 


“ 


The Hungarian Minister of Communications has agreed 
with the Minister of Worship and Education on the educa. 
tion to be required for candidates for positions in the railroad 
service. In accordance with these, persons may be appointed 
without examination who have graduated frcm a gymnasium 
(nearly equivalent to an American college course), a 
polytechnic school (much like our engineering schools), a 
high commercial school or military academy, a government 
trade school or citizen’s school; likewise a teacher who has 
passed the examination required of teachers. Those who 
have not had such an education must pass an entrance exam- 
ination, to which, however, only those persons can be ad- 
toitted who have taken six courses (probably requiring two 


| years attendance) at one of the above-named institutions, or 


in a training school for teachers, or have passed the examin- 
ation required of an army officer. If not enough persons 
with such education apply for positions, then application 
may be made to the Minister of Communications to admit 
other candidates, stating what education they do possess. 





Greece has received bids for constructing two new rail- 
roads. (It has now but one, six miles long, from Athens to 
its port at Peirzeus.) One of these is to extend from Peirseus 
to Larissa, 211 miles, and the other from Peirseus to Patras, 
137 miles. The Parisian banking house of L. Perdoux offers 
to complete the larger one for $13,485,000, and the other 
for $8,232,000—an average of about $60,600 per mile. The 
contract has yet to be approved by the Greek Parliament. 








Record of New Railroad Construction. 





Tbis number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Conngqfton Valley.—-Extended from Dell Roy, O., south- 
ward to Sherrodsville, 734 miles. Gauge, 8 ft. 

Detroit, Mackinac & Marquette.—Completed by laying a 
track from a point thirty-five miles northwest from Point 
St. Ignace, Mich., west by north to Taquamenon Swamp, 
75 miles. 

East Tennessee, Virginia d& Georgia.—The track of the 
North Carolina Division is extended from Wolf Creek, 
Tenn., westward to Paint Rock, 5 miles. Gauge, 5 ft. 

Indiana, Illinois d& Iowa,—Track laid from Reddick, Ill., 
east 84¢ miles and west 4 miles. 

International & Great Northern.—Extended from 
Nueces River west by south to Encinal, Tex.. 19 miles. 

Louisville, New Albany & St, Louis,—Track laid from 
New Albany, Ind., westward 15 miles. 

Mississippi Valley & Ship Island,—Exvended from Big 
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Black, Miss., southward to Ingleside, 8 miles. Gauge, 3 ft. 

New Orleans Pacific.—Exteaded southward to Cheney- 
ville, La., 60 miles. 

Oregon Railway & Navigation Co.—This company’s road 
is extended from Bolles Junction, Wash. Ter., northeast to 
Texas Ferry, 28 miles. 

Peoria, Decatur & Evansville.—A branch is‘completed 
from Stewartsville, Ind., east to New Harmony, 6 miles. 

St. Louis, Ft. Scott & Wichita.—Extended from Iola, 
Kan., west to Yates, 10 miles. 

Winton.—Completed from Winton, Va., to the iron mines 
on the Reynolds estate, 2 miles. Gauge, 3 ft. 

This is a total of 248 miles of new railroad, making 7,601 
miles this year, against 5,836 miles reported at the corres- 
ponding time in 1880, 3,594 miles in 1879, 2,243 miles in 
1878, 1,994 miles in 1877, 2,283 miles in 1876, 1,264 miles 
in 1875, 1,808 miles in 1874, 3,606 miles in 1873 and 7,065 
miles in 1872. 


CuicaGo RAIL SHIPMENTS EASTWARD for the week ending 
Dec. 3 were 56,768 tons, which is 10,194 tons more than the 
week before, and the largest since October, and not far from 
the average of the four months before November. They 
were, however, slightly (2,435 tons) less than in the corres 
ponding week of last year, as they have heen for the last 
four weeks. Last year on the approach of winter the rail 
shipments increased largely, averaging about one-half more 
in November and December than in September; this year 
there is no considerable increase following tbe close of navi- 
gation, because throughout the season the railroads have 
carried about all they could. 

For the five weeks ending Dec. 3, and for the four previous 
mouths of railroad war, the Chicago rail shipments have 
been, in tons: 


1879. 1880. 1881. 
ME casks sp.ee osasues 145,788 160,187 259,253 
DIEEE. oa) cvntvcbabde 162,263 169,314 260,608 
September ......... . 134,141 151,464 265,414 
Octover..... «oss, 00s ee 179,466 258,674 
November*........... 168.274 259,217 257,941 


919,648 


Five months . 804.442 1,301,890 





* For 1880 and 1881 the receipts are for five weeks, which is four 
days more than November, making a difference of nearly 40,000 
tons in 1880. 

Thus the rail shipments this year for the five months have 
been 382,242 tons, or 4114 per cent., more than last year 
and 497,448 tons, or 62 per cent. more thanin 1879, when 
a railroad war made low rates through July and part of 
August. The reduction in the average rate this year must 
have been just about as great as the increase in the traffic, 
so that we may assume the ross receipts fromthe Chicago» 
shipments to have been just about as great this 
year as last, and the net receipts as much _ less 
as it has cost more to carry the 1,302,000 tons 
than the 920,000. It must not be supposed that the 
total east-bound trunk-line traffic has increased as the 
Chicago shipments have. The statistics sbow that they are 
no larger than last year—-that is, the shipments of the other 
places than Chicago have decreased just about as much as 
the Chicago shipments have increased. It is, speaking gen- 
erally, only the shipments of lake ports that can increase. 
There the railroads when they carry for cost or less divert 
shipments from the lakes and the canal; at other places 
they get nearly cll the shipments, whether their rates are 
high or low. 

The aggregate receipts on east-bound freights during the 
railroad war, therefore, must have been about 40 per cent. 
less than last year. 

Of the Chicago shipments for the week ending Dec 3 the 
Chicago & Grand Trunk carried 6.8 per cent., the Michigan 
Central 27.2, the Lake Shore 25.4, the Fort Wayne 19.9, 
the Pan-handle 17.2, and the Baltimore & Ohio 3.5 per cent. 
The two Vanderbilt roads have 3.6 per cent. more than their 
pool percentages, the two Pennsylvania roads 4.2 per cent. 
more. The Grand Trunk and the Baltimore & Ohio are the 
losers. The latter has not carried much more than half of 
its pool percentage (8 per cent.) since the railroad war be- 
gan, and this is understood to be in accordance with its 
purpose not to seek unremunerative traffic. 

For the week ending Dec. 16 the Chicago Board of Trade 
reports 48,957 tons of east-bound freight billed at Chicago, 
7,143 tons of which were flour, 26,195 grain and 15,623 
provisions. This is 2,003 tons more than it reported for the 
previous week, 


NOVEMBER EARNINGS, so far reported, generally show a 
considerable decrease from those of preceding months, but 
in the aggregate there is a large increase in the total earn- 
ings, with a somewhat larger increase in the mileage, result- 
ing iu a moderate decrease in earnings per mile. A number 
of the most important roads, including most that have a 
heavy trunk-line traffic, have not yet reported, and they 
will probably show a larger decrease than the others+-or a 
smaller increase, In November last year there was not so large 
an increase cver 1879 as in the previous months. Stil) 
rather more than half of the roads reporting show larger 
earnings per mile this year than last in November. The 
effect of the addition of new roads in reducing earnings per) 
mile is now much less than formerly, because we are now 
comparing with a period “when also the companies were 
working with a large mileage of new road. For instance, 
our table for November of last year showed the 57 roads 
then reporting to have earnings from 5,258 miles of road, 
or 16 per cent., more than in November, 1879; and they 
had then an increase of 3 per cent. in earnings per mile. 

We have said that the roads generally show a smaller 
increase last November than in previous months of this year. 





The increase (or decrease) of some of the principal rouds 


in November, and their average increase or decrease per 
month in the previous ten months have been : 


Av. of 10 

d November. months. 
Burlington, Cedar Rapids & North’n..Inc. $14,560 —_ Inc. $15,331 
RIE ROMO. csp sncecnesquaes, aod sey Inc. 67,534 Ine. 317,367 
CR IND 5 55 oot nce ctv estes ochh Dec. 16,642 Dec. 22,966 
Chic., Milwaukee & St. Paul........... Inc. 96,963 Inc. 338,723 
Chicago & Northwestern.... ......... Ine. 104,578 Inc. 185,681 
Chic., St. Paul, Minn. & Omaha........Inc. 37,839 Ine, 72,089 
Denver & Rio Grande...............00. Inc. 158,257 Inc, 229,687 
NE EIN sists oscic ocankaciczuasioges Dec. 18,267 Inc. 10,212 
Ne nas ou ccnnoaennaake Dec. 34,884 Inc. 23,762 


... Ane, 119,979 Inc. 154.243 
. Ine. 185,188 Inc. 153,577 


Missouri Pacific......... "Ine. 64,774 Inc, 106,911 





Mobile & Ohio.... ..Ine. 1,067 Inc. 13,988 
Northern Pacific Ine. 128,081 Inc. 107,345 
Terre Haute, Main Line............... Dee. 16,307 Dec. 1,438 

a Belleville Line.......... Dec. 9,922 Ine. 3,732 
ORD IE oii oi ndw-csinatnen bSER Inc. 55,228 Ine. 94,637 
St. Louis & San Francisco............. Ine. 229 Inc. 40,137 
St. Paul, Minn. & Manitoba........... Inc. 207,855 Inc. 128,225 
BOE Oe SOIUD coc cscctccrecnes a600 Ine. 45,540 Inc. 107,571 
WMD PACU. «ccc cede cscse eset . «Ane, 522,460 Inc. 308,366 
Se) aE Inc. 267,768 Inc. 154,101 


It appears from this that only five roads, the Missouri, Kan- 
sas & Texas, the Northern Pacific, the St. Paul, Minne- 
apolis & Manitoba,'the Union Pacific and the Wabash, had a 
larger increase of earnings in November than their average 
monthly increase in the other ten months of the year, while 
on most roads the increase was much smaller in November, 
and in three cases there was a decrease in November, 
against an increase in the average of the previous months. 
Of course, in some of these cases the increase in the mileage 
may have been much greater inone period than in the 
other, and this affects the earnings; but the aggregate re- 
sult shows plainly that, however satisfactory earnings may 
have been in November, they were less favorable than in 
the other ten months of the year. 








WINTER HoG PackING begins unfavorably. For the 
month of November the number of hogs packed in the 
Northwest was 1,707,665, against 2,415,609 last year—a 
decrease of 707,944, or 29 per cent. Even compared with 
November of 1879 there is a decrease of 339,165, or 164% 
per cent. The month was not so favorable for packing this 
year as last: but the short crop of corn is 
doubtless the chief cause of the falling off. Hogs 
are made of corn, and the packing states have a 
smaller crop than for years past. But the stock of hogs is 
also reported to be light. Reports from ten Western states 
show a decrease of 1,002,148 from last year, or alittle more 
than 6 per cent. With very high prices for corn, however, 
it does not always pay to fat hogs, and there will prob- 
ably be all the animals the farmers will care to feed. 
A reduction of the packing, however, means re- 
duction of a very large and important traffic—next 
to grain the largest in the West and one of the largest in the 
country. It is not a good sign to seethe stock of hogs re- 
duced: it indicates that there is not so great growth in 
agriculture as in some other industries. The reports show 
a decrease in the number of hogs in every state except Mis- 
souri—in Kansas, Nebraska_and Iowa as well as in the states 
east of the Mississippi. 

Recent returns show the magnitude of the traffic in hog 
products, 

In the year ending with October last the quantity of 
meats and lard packed in the West was 965,622 tons— 
enough to fill nearly 70,000 freight cars with the modern 
load of 14tons. This freight (nearly every ton of which 
was moved by rail, and a very large part of it from 900 to 
1,500 miles) would fill a train 43714 miles long. 

The exports of hog products for the same year were 556,- 
483 tons, or 52% per cent. of the Western product. We 
have usually exported a larger percentage, but the restric- 
tions placed on imports of American pork in some foreign 
countries reduced the exports last year, and both produc- 
tion and exports were smaller than in 1879 or 1880 

The November exports were no less than 3734 per cent. 
less than last year, and at this rate we shall have plenty of 
provisions, in spite of the reduced packing. 








CANAL GRAIN RECEIPTS AT TIDE-WATER have been ex_ 
traordinarily small this year, for well-known causes—a late 
opening, a smaller total traffic than for some years previous, 
but most of all lower rail rates than were ever made before 
for the whole season of navigation. The total tide-water 
receipts for eleven successive years have been, in bushels : 





Bushels. Year. Bushels. 
ye a a eee 7,935,500 
53,135,946 | 1878.. of . 64,407,682 
. 48,560,045 | 1879.. rt .. 58,075,697 
50,575,509 | 1880. . ‘ .. 70,993,994 
. 39, Peres Fe! 





,017,174 | 
31,580,900 

Thus the canal deliveries at tide-water are no less than 
32,750,000 bushels, or 46 per cent., less than last year, and 
smaller than in any other of the eleven except 1876, when 
also a railroad war extending throughout the season of navi- 
gation greatly reduced the canal traffic; yet then the canal 
deliveries were but 7,436,000 bushels and 19 per cent. less 
than the year before, while this year they are 32,750,000 
bushels and 46 per cent, less than last year. Mereover, in 
1876 the total grain receipts at New York were but 75,000,- 
000 bushels ; this year, in the eleven months that are past, 
the receipts have been. 108,600,000 bushels, That is, 
the city has received 33,600,000 bushels more than in 
1876, but the canal has carried only 6,661,000 bushels 


‘more, And the reduction is felt the more because 


1880 was the year of largest receipts in the whole 
history of the canal; while the year before 1876 was itself a 
year of light canal traffic. Then it was a drop from a bad 
year to a worse one; this year from the best year almost to 
the worst. . 

It is noticeable that the canals have lost their flour traffic. 
They have not had any to speak of for several years, but in 





1871 they carried about 293,000 barrels; this had fallen to 
103,000 in 1875 and to 8,400 in 1879; but it rose to 21,500 
in 1880; under the stimulus of higher rail rates. This year 
it has fallen again to 11,000 barrels. Considering that 
New York’s reveipts of flour have been about 4,600,000 bar- 
rels this year, we may say that there is no flour tradic on 
the canals. 





introduced in Congress last Tuesday by Representative 
Henderson, of Illinois. Its composition is to be that of the 
British Commission, the bill prescribing that ‘one shall be 
experienced in the law, and one in the business of operating 
and managing railways;” but the short summary of the bill 
telegrapbed from Washington indicates that it is not 
given similar powers. It is to have ‘supervisory 
jurisdiction” over inter-state transportation by rail, 
and is to “‘recommend from time to time such 
measures as nay be necessary to the establishment of a 
just and practical system of national legislation for the 
regulation of inter-state railroad commerce.” This indicates 
that, in its first years, at least, the Commission would be one 
for investigation chiefly, and would be expected to lead the 
way to national legislation or abstention from legislation. A 
capable commission with such duties might, we are 
sure, be very useful. If intelligent, thoroughly well- 
informed and commanding popular confidence (as_ it 
could in time, by doing good work), it might at least pre- 
vent the misleading of public opinion either by ignorant 
but zealous critics of railroad management, or by the rail 
road interest when seeking selfish objects without regard to 
the public good. Nothing will serve so well to disabuse the 
public of its unwarranted prejudices against the railroads 
as the reports of men of high character, thoroughly informed 
in railroad affairs, acting as the agents of the public and 
for its protection; and as to well-founded complaints, she 
sooner they are satisfied the better. But while a commission 
of Fiuks and Adamses might servean excejlent purpose, one 
composed of Stalwart Smiths, Half-breed Joneses and Tam- 
mauy Robinsons would be worth much less than nothing. 





CuicaGco & NORTHWESTERN EARNINGS have now been re- 
ported for the first half of its fiscal year (ending with Novem- 
ber). It had at the end of the half-year 290 miles (10.7 per 
cent.) more road this year than last, and its gross earnings 
increased $2,079,013, or 18.7 per cent.—certainly a very sat- 
isfactory gain. Although there are large crops in none of 
the states in which the Northwestern’s lines are, there is 
scarcely any part of the country in which the crops average 
better. Itis further south that the decrease from last year 
is greatest; though it is doubtless great on the Iowa lines of 
the Northwestern. 

While the increase in total earnings has been 18.7 per 
cent., that in passenger earnings has been 16.8 per cent., 
and that in freight 18.5 percent. The large increase iv pas- 
senger traffic indicates a prosperous condition of the coun- 
try which the road serves more than the growth in freight, 
which not unseldom occurs when the country is not pros 
perous. In November, however, there is but a small in- 
crease in freight earnings (less than 2 per cent.) while pas- 
senger earnings increased 22 per cent. 








Mr. A. N. Towne about twelve years since left the posi- 
tion of Assistant Superintendent of the Chicago, Burling- 
ton & Quincy Railroad to become General Superintendent 
of the Central Pacific. How strongly the employés on his 
old road were attached to him may be judged by the fact 
that, hearing recently that a daughter of Mr. Towne was 
about to be married, they made up a handsome purse asa 
wedding gift to her. Few cases, we imagine, can be found 
where, after twelve years’ absence, with absolute separation 
(Mr. Towne being 2,000 miles away from his old road), men 
have taken so warm aa interest in a former chief. A patent 
of nobility could not convey such honor, and the act is also 
extremely creditable to the character and the fine feeling of 
the men. 





Mir. Vanderbilt and the Railroad War. 





The following is a report of an interview with Mr. Wm. 
H. Vanderbilt by a reporter of the New York Tribune last 
Tuesday. Referring to his position in the railroad contest 
Mr. Vanderbilt said: 


“ Since my last talk with you, when I suggested the pos- 
sibility that this question of differential rates might have to 
be left for settlement to the business men of the Atlantic 
ports, Ihave received many letters from all parts of the 
country in praise of my attitude. These letters have come 
from railroad men and from those engaged in all kinds of 
other business, and they all agree that, in this suggestion, 
I struck the key-note. Thinking over these things, 
I told Mr. utter one day that he might 
offer to the trunk line. roads to leave the question 
of differential rates to arbitration. I suggested that 
Charles Francis Adams, Jr., of Massachusetts, would be an 
excellent arbiter, because he was familiar with the whole 
question, and moreover hasa national reputation. This 
railroad question is a matter of national importance, and in 
order that the arbitration should command the respect of 
the world and the observance of the railroad companies, it 
seemed to me that a man like Mr. Adams _ should be chosen 
to decide it. I have no personal acquaintance with Mr. 
Adams, although I believe I have met him once or twice; 
but 1 imow of him as an able and impartial man whose 
decision in this matter I should be willing to 
abide by. My idea was that the business men, the Boards 
of Trade and the Chambers of Commerce should discuss this 

uestion of differential rates before the arbiter, and that he 
should decide what differences existed. This proposal Mr. 
Rutter submitted to the trunk line presidents within a week, 
and it was rejected. They are always willing apparently to 
leave questions of railroad management to arbitration, 
whenever the Central is sure to lose by it; but when there is. 
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It is the 
old t: ick—heads I win, tails you lose.” 

“Your approval of the agreement on West-bound freight 
would have been a complete surrender of the principle for 
wr you have been figating, would it not? the reporter 
asked. 


a possibility that_I might gain by it, they refuse. 
sy 


‘** A complete surrender of everything.” Mr. Vanderbilt 
replied; ‘‘and when the agreement was shown me this 
morning I said at once that a partial settlement of the ques- 
tion was absolutely impossible; that when we fixed up this 
matter we would fix it all around—east-bound and west- 
bound all at once. The matter is a very simple one in some 
respects, All we have to settle is the question as to what 
differences, if any, <hould be allowed in rates to other sea- 
board cities. 

“I claim that there should be none; that rates from the 
West should be uniform to Baltimore and Philadelphia and 
New York. But if there are any differences Iam willing to 
allow them. Only I will not let the Pennsylvania or the 
Baltimore & Ohio say what they should be. I am fightin 
New York’s ped battle; I am going to fight to the end. 
have done all that a man can do to bring about peace be- 
tween the railroads. Now, they cannot agree, and I see 
no reason why the business men of the country should not 
settle the dispute. What they can endure in their business 
the railroads certainly can stand.” 

‘* Were the former allowances in favor of Baltimore and 
Philadelphia too great” the reporter asked. 

‘*They were prepcsterously large,” was the reply; ‘‘and 
the best proof of it is that they were not observed. We 
could not stand them, and consequently had to meet the diffi- 
culty inanother way. I, who signed the rebate checks of the 
Central, know how much we paid out right along to meet 
this discrimination. Some of the presidents may 
deny that they paid rebates. Perhaps their checks 
were signed by an auditor, or some other officer than 
the president; but I know that they could not get the busi- 
ness at the difference in rates. We could not at any event, 
and when they said they charged the full rates I told them 
the statement was false. Why, the Pennsylvania could not 
stand even the difference of one cent between Philadelphia 
and Baltimore. If these differential rates are just, why do 
New York merchants, like David Dows and others, have to 
establish branch houses at Baltimore ? They certainly would 
not do so if the rates to New York were equally favorable 
to them.” 

** Is your position in this contest then unchanged ?”’ 

‘The opinion has prevailed lately—I will not say who 
have encouraged it—that I was showing signs of yielding to 
the other companies, and that I was alone responsible for the 
contiouance of the railroad war. My reply to both asser- 
tions is very plain. I have offered to submit the one ques- 
tion between us to impartial arbitration and the other trunk 
lines have rejected the proposal. I have said that rates to 
the seaboard should be uniform: if there are any real differ- 
ences let them be fixed by some disinterested person like Mr. 
Adams, but let the agreement be for a term of years and 
let it be observed.” 


The Supervision of Railroads in the United States 
and Europe. 


It having been claimed that Mr. M. M. Kirkman in his 
new book on the ‘‘ Baggage, Parcel and Mail Traffic of Rail- 
roads” does injustice to the American method of state su- 
pervision, the following extract from the book in question 
(pp. "15, 16) bearing on the subjeci, will be interesting: 


‘In Europe, or in many parts of it, the partially educated, 
and at best restricted, understanding of a few government 
servants takes the place of the trained intelligence of the 
only class of men, namely, those directly in charge of the 
railway service, whoare competent to judge cf the relative 
forms of management, or the possibilities that exist of im- 
proving them. Under the operation of the methods there 
enforced, the railroad companies, instead of bending their 
energies to the accomplishment of results that an enlight- 
ened and vigorous public sentiment would demand of them, 
are content to satisfy the judgment of the officials 
appointed by the public to look after its  in- 
terests; and in the event the public at any time 
complain with reference to the facilities afforded them, 
or the inconveniences to which they are subjected, the com- 
panies have but tofall back on the general statement that 
what is satisfactory to the selected and trained servants of 
the peopie, appointed to supervise the affairs of the rail- 
roads, and possessing all the necessary facilities for knowing 
what is practicable and- what is impracticable, must of 
—s be accepted as satisfactory by the people them- 
seives. 

‘*Comparing the English and American systems with that 
of continental Europe it seems to me that the limited super- 
vision exercised in the former countries by those appointed 
by the state to look after the railroad companies is greatly 
preferable to the absolute control exercised by the govern- 
ments in Europe,for the reason that while the latter silences 
the expression of public opinion, the acts of the representa- 
tives of the people in the first-named countries serve only to 
excite its interest and enlighten its understanding.” 


®Oeneral Railroad Wews 











MEETINGS AND ANNOUNCEMENTS. 
Meetings. 

Meetings will be held as follows: 

Boston, Concord & Montreal, special meeting, in Ply- 
mouth, N. H., Dec. 20, to vote on a contract to build and 
operate the Pemigewassett Valley road. 

Cleveland & Pittsburgh, annual meeting, at the office in 
Cleveland, O., Jan. 4. 

Indianapolis, Decatur & Springfield, special meeting, in 
Indianapolis, Feb. 28, to vote on the proposed contract with 
the Indiana, Bloomington & Western Company. 

Boston & Albany, annual meeting, Feb. 8, at 11 a. m., at 
the passenger station in Boston. 


Dividends. 

Dividends have been declared as follows: 

New York Central & Hudson River, 2 per cent., quarterly, 
payable Jav. 16. Transfer books close Dec. 15. 

Jew York d& Harlem (leased to New York Central & Hud- 
son River), 4 per cent., semi-annual, payable Jan. 3. Trans- 
fer books close Dec. 15. 

Richmond, Fredericksburg & Potomac, 2 per cent., semi- 
annual, payable Jan. 2; also 70 per cent. on the stock in 
dividend cme seme to bear the same dividends as may be 
declared on the stock. 

‘Missouri Pacific, 144 per cent., quarterly, payable Jan. 3. 

Lehigh Valley, 144 per cent., quarterly, payable Jan. 15. 

Panama, 6 per cent., payable Jan. 3. 

Keokuk & Bes Moines (leased to Chicago, Rock Island & 
Pacific), 1% per cent., quarterly, on the preferred stock, 
payable Dec, 28. 


Western Union Telegraph, 1}4 per cent., quarterly, pay- 
able Jan. 16, Transfer books as Dec. 20. 


Southwestern Railway Association. 

This association met in Chicago, Dec. 6, and continued in 
session two days. The meeting was occupied in the discus- 
sion of the extent of new territory taken in the pool and the 
division of business coming to Kansas City and other points 
from the Southwest. No definite agreement was reached, 
and the whole matter was finally referred, to be settled ata 
future meeting. 





ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe.—Mr. C. C. Wheeler, Gen- 
eral Manager, has issued the following circular: ‘‘ Mr. George 
O. Manchester having resigned, the ition of Assistant 
General Manager is abolished. Mr. . 8. Mellen has been 
this day appointed Assistant General Superintendent, with 
headquarters at Topeka, Kan. All reports that have here- 
tofore been sent to the Assistant General Manager will be 
sent to Mr. Mellen.” 

Mr. Mellen was recently Assistant General Freight Agent 
of Chicago & Northwestern. 


Atlantic & Pacific.—Mr. M. T. Thomas is appointed As- 
sistant Superintendent of Construction. He was formerly 
Chief Engineer of the Detroit, Lansing & Northern. 


Boston & Maine.—At the annual meeting in Lawrence, 
Mass., Dec. 14, the old board was re-elected as follows: 
Samuel E. Spring, Portland, Me.; Nathaniel W. Farwell, 
Lewiston, Me.; Amos Paul, South Newmarket, N. H.; Wm. 
S. Stevens, Dover, N. H.; James R. Nichols, Haverhill, 
Mass.: Nathaniel G. White, Lawrence, Mass.: Nathaniel J. 
Bradlee, George C. Lord, John F. Osgood, Boston. 


Buffalo, New York & Fhiladelphia.—Mr. Myron P. Bush, 
of Buffalo, has been chosen a director. 


Buffalo, Pittsburgh & Western—The following circular is 
dated Nov. 30: 

‘““Mr. Reuben Hall is appointed Assistant Treasurer. Mr. 
Wm. L. Doyle is appointed Auditor vice Mr. Oliver Watson, 
Jr., appointed General Superintendent. Mr. E. H. Witter 
is appointed General rot ge Agent and Purchasing Agent. 
To date from Dec. 1, 1881. The address of the above-named 
officers is in Oil City, Venango County, Pa.” 


Cheraw dé Salisbury.—Mr. B. D. Townsend, of Cheraw, 
S. C., hae been re-elected President. 


Chesapeake & Ohio.—The following circular has been 
issued by the General Manager: ‘‘Mr. D. W. l-umis ae 
Engineer in charge of maintenance of way and buildings of 
the Lexington Division, between Huntington and Lexington, 
—— tuking effect 12th inst. Headquarters, Lexing- 
ton, Ky.” 


Chi ago & Eastern Illinois.—Mr. William Hill has been 
appointed General Traveling Agent of the passenger depart- 
ment, with headquarters at Chicago. He will bave charge 
of all outside passenger interests, including Chicago ticket 
offices, the settlement of commissions, control of travelin 
and outside agents, and the distribution of all print 
matter. 


Chicago & Grand Trunk.—The following circular from 
President Hickson is dated Montreal Nov. 28 : 

**On and after Dec. 1, Mr. 8. R. Callaway, General Su- 
perintendent of the line, will assume the duties and title of 
General Manager. The heads of the traffic and ail other 
departments, will report freely and fully to Mr. Callaway 
on matters pertaining to the company’s business. and 
promptly carry out any instructions he may give in refer- 
ence thereto.” 


Chicago, Milwaukee & St. Paul.—General Manager Mer- 
rill issues the following circular: 

Mr. C. H. Prior has been appointed Assistant General 
Superintendent, and will, on and after this date, take charge 
of the following divisions of this company’s railway, with 
their branches: River Division, Dubuque Division, lowa 
Minnesota Division, Hastings & Dakota Division, Southern 
Minnesota Division, Iowa & Dakota Division, and Sioux 
City & Dakota Division.” 

This is understood to mean that no successor to General 
Superintendent Van Horne is to be appoioted. It is said 
that another Assistant General Superintendent will be ap- 
pointed for the lines east of the Mississippi. 


Chicago & Northwestern.—Mr. D. B. McCoy is appointed 
Assistant Superintendent of the Milwaukee and Wisconsin 
Divisions in place of James McCabe, resigned. Mr. McCoy 
ne recently Superintendent of the Ashtabula & Pittsburgh 
road. 


Chicago & Peoria.—The directors of this new company 
are: Thomas D. Catlin, Ottawa, Ill.; Edward D. Lewis, 
Deer Park, Ill.; Henry T. Glover, Addison L. Griffin, Henry 
8. Hawley, Chicago. 


Cincinnati, Georgetown d& Portsmouth.—Mr. A. T. Roever 
is appointed General Manager. 


Cincinnati, New Orleans & Texas Pacific.—Mr. F. Hahn 
has been appointed Treasurer and Paymaster uf the Vicks- 
burg & Meridian Division Office at Chattanooga, Tenn. 

r. M. Shea has been appoiuted General Road-Master of 
the Cincinnati Southern Division. 


Cincinnati, Selma & Mobile.—This compuny was organ- 
ized at Selma, Ala., Dec. 12, by the election of the following 
directors : C. M. Shelly, Selma, Ala.; Thomas R. Roulhuac, 
Greensboro, Ala.; Frederick Wolffe, Montgomery, Ala : 
Theodore Cooke, George F. Doughty, Thomas T. Gaff, 
Kdgar M. Johnson, Louis Krohn, Cincinnati; Samuel A. 
Cariton, Boston. The board elected Frederic Wolffe Presi- 
dent; Theodore Cooke Vice-President ; Maximilian Calm, 
——— and Treasurer; George F. Doughty, Assistant 

reasurer. 


Eastern.—At the annual meeting in Boston, Dec. 14, the 
certificate holders re-elected the six directors who represent 
them, E. B. Phillips, Jacob C. Rogers, George P. King, 
George 8S. Murison, Richard Olney and Alfred P. Rockwell. 
The stockholders re-elected Jobn Cummings and chose 
Samuel C. Lawrence and Charles Houghton in place of 
W. B. Bacon and 8. J. Young. The board re-elected E. B. 
Phillips President; Fy I. Amory, Clerk. 


Hartford & Connecticut Valley.—At the annual meeting 
in Hartford, Conn., Dee. 13, the following directors were 
chosen: Samuel Babcock, Charles M. Beach, Gurdon Bill, 
Franklin Chamberlain, Chester W. Chapin, James J. Good- 
win, Richard D. Hubbard, Henry Kellogg, Daniel C. Spen- 
cer. 


Keokuk & St. Louis.--This company has elected W. W. 

Baldwin, President; T. J. Potter, Vice-President and Gen- 

eral Manager; H. B. Blood, Secretary; J. C. Peasley, Treas- 

a. _ The company iscontrolled by the Chicago, Burlington 
uincy. 





Leavenworth, Topeka & Western,—Mr, George O, Man- 





chester is appointed General Manager. He was recently on 
the Atchison, Topeka & Santa Fe. 


Louisville & Nashville.—The office of Third Vice-Pres- 
ident and Traffic Manager has been created and the ition 
offered to Mr. Milton H. Smith, formerly General Freight 
Agent of the Baltimore & Ohio, and now General Agent for 
New York and New England of the Pennsylvania Railroad. 


Marquette, Houghton & Ontonagon.—Mr. John Hornby is 
pony oa a Manager during the absence of General Man- 
ager Schoch. 


Mobile & Ohio,—At the annual meeting in Mobile, Ala., 
Dec. 7, the stockholders unanimously elected the dire :tors 
nominated by the holders of debentures, as follows : Cornelius 
H. Clark, Wm. Butler Duncan, James H Fay, A. 8. Gaines, 
epee Jacob Hays, Wm. H. Hays, Adrian Iselin, Jr.. 
J. P. McMahon, W. H. Pratt, A. L. Rives, E. L. Russell, 
Moses Waring. 


New York & Long Branch.—Mr. Henry S. Little has 
been chosen President, in place of Anthony Reckless, who is 
elected Secretary and Treasurer. Mr. Little was formerly 
President of the company, which is controlled by the New 
Jersey Central. 


New York, Providence & Boston.—At the annual meeting 
in Providence, Dec. 14, the following directors were chosen : 
Charles 8. Salisbury, Providence, R. I.; Henry Howard, 
Coventry, R. I.; Nathan F. Dixon, Westerly, R. 1.; A. 8. 
Matthews, Stonington, Conn.; John A. Burnham, Boston; 
D. 8. Babcock, Samuel D. Babcock, J. Boorman Johnston, 
ap M. Miller, Edward Morgan, Henry Morgan, New 

or’ 


Norfolk & Western.—Mr. Wm. H. Carpenter is appointed 
Assistant General Freight and Passenger Agent. He has 
been for several years Manager of the Consolidated Express 
Line running over this road. 


Northeastern (South Carolina).—At the recent annual 
meeting the following directors were chosen: A. F. Ravenel, 
W. B. Smith, C. O. Witte, Charleston, 8. C.; B. D. Town- 
send, Cheraw, 8. C.; R. R. Bridgers, Wilmington, N. C.: 
W. T. Walters, Baltimore; H. B. Plant, New York. The 
board re-elected A. F. Ravenel President. 


Northern Pacific.--Mr. Frank H. Elvidge is appointed 
Fuel Agent, with office in Brainard, Minn. Mr. I. Seymour 
is appointed Storekeeper, with office at same place. 


Pennsylvania.—Mr. J. M. Byers, Engineer and Superinten- 
dent of the Pittsburgh, Virginia & Charleston (now Monon- 
gahela Division) since its construction, has been placed in 
charge of new surveys in the Youghiogheny coke region. 
Mr. David M. Watt has been appointed Superintendent of 
the Monongahela Division in place of Mr. Syers, 

Mr. Alfred Walters bas been appointed Assistant to the 
Superintendent of Motive Power and Machinery in place of 
Mr. Joseph Wood, transferred to the Pittsburgh, Ft. Wayne 
& Chicago. 

Mr. Samuel B. Haupt has been appointed Assistant Master 
Mechanic at the Altoona shops in place of Mr. F. D. Casa- 
nave, transferred to the Pittsburgh, Ft. Wayne & Chicago. 


Pennsylvania Company.—Mr. F. D. Casanave has been 
amg 9 Master Mechanic in charge of the Pittsburgh, Ft. 
Wayne & Chicago, Western Division, shops in Ft. Wayne, 
Ind. He has been for some time on the Pennsylvania Rail- 
road at Altoona. 


Peoria Belt.—The office of this new company is in Peoria, 
Tll.; the directors are as follows: Jacob Darst, J. B. Hill- 
iard, Wm. Jack, Charles P. King, George H. McIlvaine, 
John C. Proctor, H. N. Wheeler. 


Providence & Stonington Steamship Co.—At the annual 
meeting in Providence, R. I., Dec. 14, the following direc- 
tors were chosen: Amos N. Beckwith, E. P. Taft, Prov- 
idence; D. 8S. Babcock, Samuel D. Babcock, G. M. Maller, 
Henry Morgan, New York. The company is controlled by 
the New York. Providence & Boston. ; 


Pullman’s Palace Car Co.—Mr. Frank Bradley has been 
appointed Superintendent of the Detroit shops of this com- 
pany. 


Rhode Island & Massachusetts.—At the annual meeting 
in Providence, R. L., Dec. 14, the following directors were 
chosen: Jesse Boynton, A. B. Chace, Jonathan Chace, H. 
Conant, D. Goff, G. L. Littlefield, Edgar x Ray, James P. 
~, Joseph G. Ray. The road is leased to the New York 
& New England. 


Richmond & Allegheny.—Mr. J. P. Williams hus been ap- 
pointed Purchasing Agent, with office in Richmond, Va. 

At the annual meeting in Richmond, Dec. 13, the follow- 
ing directors were chosen: John P. Branch, Charles E. 
Wortham, Richmond, Va.; Calvin 8. Brice, Lima, O.; D. P. 
Eels, Cleveland, O.; Samuel Thomas, Columbus, O.; Wm. 
L. Scott, Erie, Pa.; Wm. H. Barnum, Lime Rock, Conn.; 
Joseph H. Gray, Boston: Francis O. French, John J. McCook, 
George I. Seney, Samuel ‘Shethar, John W. Simpson, New 
York. The new directors are Messrs. Branch, Price, Eels, 
Seney and Thomas, all of whom, except Mr. Branch, are 
connected with the Ohio Central. 


Richmond, York River & Chesapeake.—At the annua 
meeting in Richmond, Va., Dec. 13, the following directors 
were chosen: A. 8. Buford, Thomas Clyde, W. P. Clyde, R. 
Foster, Wm. H. Gwathmey, T. M. Logan. The board elected 
Thomas Clyde President; W. P. Clyde. Vice-President. The 
road is leased to the Richmond & Danville Company. 


St. Louis, Alton & Terre Haute.--Mr. M. Declerq has 
been ~ eae Master Mechanic, in place of B. Warren, re 
signed. 

General Manager G. W. Parker will, for the present, act 
as Superintendent in place of Mr. Warren. 


St. Louis, Iron Mountain & Southern.—The following 
circular has been issued: ‘‘ The office of Assistant General 
Superintendent is abolished. 

“E. L. Dudley, Superintendent of the St. Louis, Lron Moun- 
tain & Southern Railway, will have direct charge of all em- 
ployés in Maintenance and Transportatiou departments of 
the company. He will not make rates for either freight or 
passengers, nor will he issue passes to any but employés. 

“A, E. Buchanan is relieved as Superintendent of the Ar- 
kansas and Texas divisions, and is hereby appointed Super- 
intendent of Bridges and Buildings, charged with the main- 
tenance and repairs of the same, with office at Little Rock. 

“The St. Louis Division will include the road from St. 
Louis to Poplar Bluffs and Bismarck to Columbus, Ky., and 
the Potosi Branch, in charge of J. J. Frey, Division Superin- 
tendent. 

** The Arkansas Division will include the road from Bird’s 
Point to Texarkana, the Camden Branch and the transfer 
between Bird’s Point and Cairo, in charge of William Kern- 
gan, Division Superintendent, wi'h office at Little Rock. 

“This order takes effect Dec. 10, 1881.” 


Southwestern Railway Association.—At a meeting held 
in Chicago, Dec. 7, the following Executive Company was 
chosen for the ensuing year; J.C. McMullin, Chicago & 
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Alton ; T. J. Potter, Chicago, Burlington & Quiney ; R. R. 
Cable, Chica Rock Island & Pacific; A. A. Talmage, 
_—_ Pacific; Jobn C. Gault, Wabash, St. Louis & 
acific. 
The Executive Committee appointed J. W. i Com- 
yo eg C. C. Church, General Agent; E. D. Moore, 
uditor. 


Syracuse, Binghamton d& New \ork,—At the annual 
meeting in Syracuse, Dec. 7, the following directors were 
chosen: E. F. Holden, W. A. Murdock, W. K. Niver, Syra- 
cuse. N. Y.; Benjarain G. Clark, Jersey City, N. J.; George 
Bulkley, Southport, Conn.; George Bliss, Frederick F. 
Chambers, Wm. E. Dodge, Frederick H. Gibbens, Percy R. 
Pyne, Moses Taylor Pyne, Samuel Sloan, Moses Taylor, 
New York. The road is controlled by the Delaware, Lacka- 
wanna & Western Company. 


Texas Trunk.—Mr. Thomas M. Simpson, of Dallas, Tex., 
has been appointed Keceiver on petition of the creditors. 


Toledo, Delphos & Burlington.—Mr. W. 8S. Matthias has 
been ———— General Passenger Ag and Assistant 
General Freight Agent, with office at Toledo, O. He was 
recently on the Vandalia Line. 


Tonawanda, Wiscoy & Genesee Valley.—The directors of 
this new company are: J. P. Manchester, John S. Minard, 
J. W. Skiff, Hume, N. Y.; Addison Beebe, Marsena Drake, 
George A. Green, Carlos Stebbins, G. A. Van Gorder, Pike, 
N. Y.; James M. Davis, Belfast, N. Y.; George H. Biack- 
man, Belmont, N. Y.; Asahel L. Cole, Wellsville, N. Y.; 
— H. Selkreg, Ithaca, N. Y.: Alfred D. Linsley, New 

ork. 


Ulster d& Delaware.—Mr. George W. Wright has been ap- 
ar Master Mechanic, with office at Rondout, N. Y. Mr. 

right has served as engineer and machinist on the Lake 
Shore and Erie roads, and on the government railroads dur- 
ing the war. 


Wabash, St. Louis & Pacific.—Mr. James Johnson has 
been appointed General Agent at Cairo, Il!. He has been for 
several years Agent of the Illinois Central at that point, and 
bas a reputation as an able and efficient agent. 


Wallkill. Valley.—At the annual meeting Dec. 14, the 
following directors were chosen: Charles Bard, Samuel D. 
Coykendall, Theodore Houston, Walter Katte, Conrad N. 
Jorden, John L. Nisbet, Charles Paine, Horace Porter, 
Howard Mansfield, George H. Sharpe, Alexander Taylor, 
Edward F. Winslow, F. E. Worcester. The road is now 
controlled by the New York, Ontario & Western. 


PERSONAL. 


—Mr. B. Warren, Master Mechanic and Superintendent of 
the St. Louis, Alton & Terre Haute road (Belleville Line), 
has resigned on account of ill health. 


—Mr. Samuel Schoch, General Manager of the Mar- 
guette, Houghton & Ontonagon road, has taken leave of 
absence for several months on account of ill health. 


—Captain C. C. Wrenshall, Superintendent of Bridges 
and Buildings of the Chicago, Rock Island & Pacific road, 
has resigned that office to accept a similar position on the 
St. Paul, Minneapolis & Manitoba. 


—Mr, John 8S. Beggs, for many years Superintendent of 
the Western Division of the New York, Lake Erie & West- 
ern, who recently resigned that position, has beer presented 
= a handsome gold-headed cane by the conductors on the 

ivision. 





—Mr. W. O. Smith, for many yeers Agent in charge of 
the important freight station at Elizabethport on the Cen- 
tral Railroad of New Jersey, and a very active and efficient 
officer, was recently elected a school commissioner of the 
city of Elizabeth. 


--Mr. Stephen Y. McNair, who has been in the service of 
the Erie Railway since the beginning of the Watson admin- 
istration, and is now private secretary and statistician in 
the Auditor’s office, is a candidate for the position of Au- 
ditor of Pacific Railroad Accounts, made vacant by the re- 
tirement of Col. French. Mr. McNair has had a wide ex- 
perience, and has unusual capacity for the duties of this 
office, understanding thoroughly railroad accounts. 


—Hon. Henry G. Stebbins, for many vears a well-known 
banker in New York, and the senior member of the New 
York Stock Exchange, having held a seat in that body since 
1833, died at his residence in New York, Dec. 10, aged 69 
years. The cause of his death was paralysis. He was at 
oue time a member of Congress from one of the city dis- 
tricts. Mr. Stebbins held many positions of trust ia connec- 
tion with railroads; he was at one time President of the At- 
lantic & Great Western, and was one of the first directors 
of the Texas & Pacific and for a time President of that com- 
pany. 


TRAFFIC AND EARNINGS, 


Cotton Rates from St. Louis. 


At a meeting held in St. Louis, Dec. 14, representatives of 
the lines eastward from that city agreed to make the rate on 
cotton 30 cents per 100 Ibs. to New York, and to divide the 
—— equally between the five lines. The new rate is an 

vance, 





Traftic of New York Canals. 


The report of the Canal Auditor for the last week of No- 
vember gives the following: 


1881. 1880. Increase. Pe. 

Pi, ee ee ae $5,211 29,209 56,002 191.8 
Miles cleared by boats........ 63, 7,615 56,029 736.0 
MDG Sos eercdes sccuokenequeed 3,135 $256 $2,879 11240 


The explanation of the great increase is that most of the 
canal was closed by ice during the week last year. 
Some of the freights shipped were in tons: 


1881. 1880. 

Lumber 27,897 1,350 
. . 7,994 3,715 

8,386 12 

. 22,2 6,993 





How small these shipments are may be judged by the fact 
that only the week before last year the grain shipments 
were 123,853 tons, and even tlis year they were 34,532 
tons. 

The Erie canal was not closed until Dec. 8 this year, but 
the shipments of that week were probably trifling, though 
boats have been going through to destination all the time. 


Lake Vessels at Chicago and Buffalo. 

At Chicago 475 lake vessels are laid up for the winter, said 
to be a much larger number than ever before, which is prob- 
ably largely due to the fact that for some weeks before the 
close of navigation freights were so low that many of the 
vessels, the smaller ones especially, preferred to lie idle, and 
so the arrivalsof several weeks remained on Lake Michigan 
instead of the arrivals of only abouta single week. 

Of the vessels in Chicago harbor, $5 are propellers, 34 


steam barges and 347 schooners. Many of these have taken 
grain for storage during the winter, and will form asensible 
addition to the Chicago storage capacity. 

At Buffalo only 87 lake vessels are laid up, incluling 30 
propellers, 11 barges, 9 schooners and 37 tugs. Last year 
167 vessels wintered at Buffalo. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eleven months ending Nov. 30: 





1881. 1880. Inc. or Dec. P. c. 

B., Ced. Rap. & No. $2,027,925 $1,860,065 I. 167,860 9.0 

Central Pacific. 21,844,094 18,602,887 I. 3,241,207 17.4 

Chi. & Alton... ... 6,897,196 7.143.503 D. 246,307 3.4 

C., I., St. L. & Chi. 2,104,293 2.213.931 D. 109.638 4.9 

Clev., Mt. V. & Del. 386,126 394,051 D. 7,923 ”.0 

Des M. & Ft. D.... 366,245 288,029 I. 78,216 27.2 

E. Tenn., Va.&Ga. 2,346,854 2,149,678 I. 197,226 9.2 

Flint & Pere M..... 1.689.434 1,445,836 [ 243,598 16.9 

Great Western..... 4,830, 4,747,448 I. 82,55 cm 

Ill. Cen., Ill. lines. 6,147,090 6,006,180 I. 140,910 2.3 
Towa lines........ 1,686,698 1,624,872 I. 61,826 3.8 

Ind., Dec, & Spr.... 465,010 391,299 I. 73,711 18.9 

Mem. & Charleston. 1,097,691 1,010,952 I. 87,739 8.7 

Mo., Kan. & Tex... 7,228,793 5,507,832 I. 1,720,961 31.2 

Mo. Pacific......... 6,094,786 4,960,903 I. 1,133,883 22.9 

Norfolk & Western. 2,042,990 1,882,449 I. 160,441 8.5 

Northern Pacific... 3,610,245 2,408,717 I. 1,201,528 49.8 

Peo., Dec. & Ev.... 627,562 408,857 I. 218,705 53.5 

St. L., A.& T. H., 

Main Line ...... 1,285,025 1,315,712 D. 30,687 2.3 
Belleville Line. ... 673,924 646,522 I. 27,402 4.2 

St. L., Iron Mt.& So. 6,610,246 5,608,646 } 1,001,600 17.9 

St. P..Minn. & Man. 4,350,697 2,862,591 I. 1.488196 52.0 

Scioto Valley....... 396,003 292,263 I. 103,740 35.3 

Texas & Pacific..... 3,540,351 2,419,099 I. 1.121.252 46.3 
Ten months ending Oct. 31: 

Bos. &N.Y.Air Line $240,362 $239,292 I. $1,070 0.4 
Net earnings...... 120,301 131,268 D. 10,967 8.4 

B., Ced. Rap. & No. 1,824,015 1,670,735 I. 153,280 9.2 
Net earnings...... 496,952 591,839 D. 94,887 16.0 

Clev., Mt. V. & Del 348,127 358,353 D. 10,226 2.9 
Net earnings...... 40.307 72,138 D. 31,831 442 

Des M. & Ft. Dodge. 330,589 257,050 L. 73,539 28.6 
Net earnings...... 5.é 117,871 D. 102,053 87.0 

Louisv. & Nash.... 7,589,015 I. 1,542,494 20.3 
Net earnings 3,102,708 I. 280,413 9.0 

Mem., Pad. & No... 198,313 172,886 I. 25,427 14.7 
Net earnings...... $8,549 31.289 I. 17.260 55.6 

N. Y., Penna. &0.. 4,493,323 4,341,285 I. 152,038 3.5 

Oregon & Cal....... 600,687 456.480 I 144,207 31.6 
Nine months ending Sept. 30: 

Cairo & St. Louis... $305,124 $292,878 I. $12,246 4.2 
Net earnings...... 38,826 60,398 D. 21,572 35.7 
Month. of October : 

Bos. & N.Y.Air Line $26,389 22,999 I. $3,390 14.7 

N. Y., Penna. & O.. 455,277 508,824 D. 53,547 10.5 

Oregon & Cal....... 113,132 78,028 I. 35,104 45.0 
Month of November : 

B., Ced Rap. & No. $203,880 $189,330 I. $14,550 rAd 

Central Pacific..... 2,267,000 2,199 466 I. 67,534 3.1 

Chi. & Alton........ 680,133 696,775 D. 16,642 2.4 

Chi. & Eastern Iil.. 133,436 125,412 I. 8,024 6.4 

Chi. & Gd. Trk... . 80,521 179,162 I. 1,359 0.8 

C., 1., St. L. & Chi. 194,805 209,014 D. 14,209 6.8 

Clev., Mt. V. & Del. 38,001 35,688 I. 2,303 6.4 

Des. M. & Ft. D.... 35,656 30,979 I. 4,677 15.1 

E. Tenn., Va. & Ga. 304,237 298,680 I. 5,557 18.9 

Flint & Pere. M.... 166,450 253,959 I. 12,491 8.1 

Tl. Cen., Ill. lines. . 585,826 696,905 D. 21,079 3.4 
Iowa lines........ 162,409 176.214 D. 13,805 7.8 

Iad., Dec. & Spr.... 39,624 38.654 I. 970 2.5 

Memp. & Charlest’n 134,427 139,225 D. 4,798 3.4 

Mo., Kan. & Tex... 813,026 627,838 I. 185,188 29.5 

Mo. Pacific.......... 591,733 526,959 I. 64,774 12.3 

Norfolk & West..... 216.439 209,047 I. 7,392 3.5 

Nortbern Pacific.... 428,903 360,822 I. 1288) 42.5 

Peor., Dec. & Ev... 55,061 36,642 I. 18,419 50.0 

ee a ae 
Main Line...... a 100,392 116,699 D. 16,307 14.0 
Belleville Line.... 62,152 72,074 D. 9,922 13.8 

St. L., 1. M. &So.... 687,280 632,052 I. 55,228 8.7 

St, P., Minn. & Man. 508.530 300,675 I. 207,855 69.1 

Scioto Valley ...... 43,117 28,751 I. 14,366 49.5 

Tex. & Pacific...... 357.724 312,185 I. 45.540 146 

Tol., Delphos & Bur. 67,324 38,182 I. 29,142 76.7 
First week of December : 

Col., Hock. V. & To. $69,412 $54,412 I. $15,000 27. 

Denver & R. G..... 161,509 74,045 I 87,464 118.2 

St. P., Minn. & Man. 129,000 64,400 I 64,600 100.3 
Week ending Nov. 12: 

Grand Trunk.... .. £46,261 £47,311 D £1,050 2.2 
Week ending Nov. 19: 

Grand Trunk.... .. £42,714 £47,308 D. £4,594 9.7 
Week ending Dec. 2: 

Great Western.... $103,917 $105,214 D $1,297 1.2 
Week ending Dec. 3: 

Chi, & Gd. Trunk. . $37,636 $40,746 D. $3,110 7.6 


Pacific Through Freights. 


Shipments of through freight eastward from California 
by rail in October were, in tons : 





Central Southern 
Pacific. Pacific. Total. 
From San Francisco........ 10,178 1,609 11,787 
From interior points........ 4,261 4,887 
, ee 14,439 2,235 16,774 


The interior through points are Oakland, San Jose, Stock- 
ton, Sacramento, Marysville and Los Angeles. 

Leading items of freight were 1,529 tons tea, 1,800 tons 
barley, 991 tons beans, 1,192 tons canned fruit, 882 tons 
canned and pickled salmon, 773 tons wine, 628 tons wool 
and 512 tons sugar. 


Coal Movement. 


Anthracite tonnages for the ten months ending Dec. 3 are 
reported as follows, the tonnage in each case being only that 
originating on the line to which it is credited: 








1881. 1880. Ine. or Dec, P.c. 
Phila. & Reading... 6,478,338 5,629,255 I, 849,083 15.0 
Northern Central, 

Shamoking Div., 

and Summit Br. 

. Saree 927,260 842,502 I. 84,758 10.1 
Sunbury, Hazleton 

& Wilkesbarre... 10,926 9,515 rR 1411 14.8 
PennsylvaniaCanal 454,327 457,629 D. 3,302 9.7 
Central, of N. J., 

high Div....... 4,141,499 3,536,062 I. 605,487 17.1 
Lehigh Valley...... 5,283,928 4,194,049 I. 1,089,879 26.0 
Penna. & N. Y..... 96,587 37,142 if 59,445 160.7 
Del.. Lack. & West. 3,980,653 3,284,143 . I. 696,510 21.2 
Del. & Hudson Ca- 

“Serre 3,347,302 2,835,271 I. 512,031 18.1 
Penna. Coal Co..... 1,319,566 1,054,293 I, 265,273 25.2 
State Line & Sulli- 

_. Usenet 60,377 44,699 I. 15,678 34.8 

Total anthracite ..26,100,763 . 21,924,560 I. 4,176,203 19.0 


The tonnage of anthracite for the corresponding period 
for six years has been: 









1831 . «OOO FO | BID. . 5 case sec. saci 16,152.525 
1880. . - 21,924,560 | 1877.. - 18,821,378 
DER Sao e kee, 45a gs 24,467,939 | 1876........ br ..17,102,746 


Anthracite trade continues active, in spite of the unusual 





mildness of the season 








The anthracite tonrage of the Belvidere Division, Pennsyl- 
vania Railroad, for the eleven months was as follows : 





7 1881, 1880. Increase. P.c. 

Coal Port for shipment ....... 78,758 52,737 26,019 49.1 

§S. Amboy for shipment....... 607,934 460,937 146,997 31.9 
Local distribution on N. J 

Se pa PO 670,198 465,448 204,750 44.0 

Co.’s use on N. J. lines........ 105,541 97,192 8,349 8.6 

WUOR S605. ores avead chek 1,462,429 1,076,314 386,115 35.9 


Of the total this year 1,228,217 tons were from the Le- 
high and 234,212 tons from the Wyoming Region. 
otal tonnage passing over the Pennsylvania & New York 
for the fiscal year ending Nov. 30 was as follows : 


1881. 


1880. Inc. or Dec. P.c. 

AEE TT 1,108,056 §705,464 I. 402,592 57.0 
Bituminous...:........... 419,551 435,517 D. 15,966 3.7 
Ee eee 1,527,607 1,140,981 I. 386,626 34.0 


The antbracite this year caine from the following sources: 
Lehigh Valley, 712,014; Delaware, Lackawanna & West- 
ern, Bloomsburg J ivision, 233,631; State Line & Sullivan, 
64,834 ; Pleasant Valley Branch, 97,577 tons; total, 1,108,- 
056 tons. 

Semi-bituminous tonnages reported for the ten months 
were as follows: 








1881. 1880, Irc. or Dec. P. c. 

Cumberland. . ....... .. 2,041,244 1,907,216 I. 134,028 70 
Huntiogdon & Broad Top. 192,350 161,394 I. 30,956 19.2 
East Broad Top ......... 76,520 62.793 I. 1%.727 21.8 
Tyrone & Clearfield... .. 2,226.413 1,508.495 I. 717,918 47.6 
Bellefonte & Snow Shoe. 109,959 51,856 I. 58,103 111.7 
Total semi-bituminous. 4,646,486 3,691,754 I. 954,732 25.9 


Cumberland tonnage shipped was by the following lines : 


1882, 1880. Inc. orDec P.c 
Baltimore & Ohio R. R... 1,295,990 1,101,624 I. 194,366 176 
Bedford Div., Pa. R. R. 256,521 202,550 I. 53.971 26.6 
Ches. & Ohio Canal..... 485,653 600,918 D. 115,265 19.2 


2,038,164 1,905,092 I. 133,072, 7.0 
The George’s Creek & Cumberland road has carried this 
year 190,714 tons of the total shipments from the mines. 
Actual tonnege passing over the Huntingdon & Broad 
Top road for the ten months was as follows: 








1881. 1880 Increase. P.c, 

Broad Top coal.............. 192,350 16! 394 30,946 19.2 
Cumberland coal.... ........289,733 232,831 56,902 24.4 
See ery et 482,083 304,225 87,858 22.0 


The Broad Top coal is mined on the line; the Cumberland 
carried through for the Pennsylvania Railroad. 
Bituminous tonnages reported for the ten-months are : 








1881, 1880. Inc. or Dec. P.c. 

Barclay R. R. & Coal Co... 423,043 439,864 D. 16,821 3.7 
Allegheny Region, Pa. R.R. 256,376 282,622 D. 26,246 9.2 
Penn & Westmoreland.... 851,231 857,502 D. 6,271 0.7 
Weet Penna. B. B.......... 261,765 259,051 I. 2.714 11 
Southwest Penn. R. R.. ... 25,518 39,419 D. 13,901 35.0 
Pittsburgh Region, Pa.R.R. 614,668 510,943 I. 103,725 20.3 
Total bituminous... ..2,432.601 2,389,401 I. 42,200 1.7 


The bituminous trade shows many fluctuations; the Pitts- 
burgh Region alone saves it from a considerable total loss. 
Coke tonnages reported for the ten months were as follows: 





1881. 1880. Inc. or Dec. P.c. 

E. Broad Top & Snow Shoe Ee Sees ei’ eee 
Allegheny Region.Pa. R.R. 89,332 55,743 I. 33,589 59.9 
Penn & Westmoreland... 178,860 125,444 I. 52,416 4.7 
West Penn. K. R.... ...... 111,964 71.518 I. 40446 56.2 
Southwest Penn. R. R..... 1,259.222 1,017,183 I. 242,038 23.8 
Pittsburgh Region,Pa.R.R. 402,392 439,730 I. 62,662 142 
Total coke.... ...... 2,153,296 1,709,618 I. 443,678 25.9 


The coke trade continues to show an extraordinary gain. 
‘the coa]_tonnage of the Pennsylvania Railroad for eleven 
months to Nov. 26 was: 













1881 1880. Increase. P.c. 

Anthracite............ ,363,102 1,120,403 242.699 21.7 
Semi-bituminous ..... 2,749,935 2,002,036 747,899 37.3 
Bituminous . 2,009,558 1,949,537 60,021 3.1 
. 2,153,296 1,709,618 443,678 25.9 

ee a 8,275,891 6,781,594 1,494,297 22.0 


Tonnage in November, 831,624 tons. 
clude the Philadelphia & Erie. 
Chicago coal receipts to Nov. 30 were: 


-—----Anthracite.-—— ——--Bituminous.—- 
1881. 1880. 1881. 880. 


This does not in- 





By lake.......... 555,261 415,722 269,269 232,863 
By rail........- . 476,278 303,194 1,895,464 1,453,395 
Total... .......1,031,539 718,916 2,164,733 1,686 238 


Totai lake receipts this year, 824,530 tons; rail, 2,371,- 
742 tons; total of all, 3,196,272 tons. Shipments were 
596,156 tons. 

Coal shipments from the mines about Rich Hill, Mo., in 
November were: Missouri Pacific, 1,800 car-loads; Kansas 
City, Ft. Scott & Gulf, 1,426 car-loads; total, 3,226 car- 
oads. 


Grain Movement. 


For the week ending Dec. 2 receipts and shipments of 
—_ of all kinds at the eight reporting Northwestern mar- 

ets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


Northwestern ——Northwestern shipments.—— Atlantic 


Year. receipts. Total. By rail. P.c. by rail. receipts. 
1874.....2,303,488 451,462 451.462 100.0° 1,459,521 
1875... .2,166,262 1,147,092 1,147,092 169.0 1.762.818 
1876... ..2,668 871 1,424,702 1,380,369 7.0. 2,792,419 
a 2,096,702 1,131,260 898066 79.4 3,285,165 
1,696,362 1,002,234 59.0 3,543,142 
1,366.546 1,139,425 834 5,418,024 
1,441,372 1.346,872 93.5 4.342.028 
2,162,303 1,835,233 850 2,716,486 


The receipts of the Northwestern markets were thus the 
smallest for four years and 2,815,000 bushels (45 per cent.) 
less than last vear. The shipments ot these markets, however, 
were larger than in — ea year, but yet not large. 
Navigation from upper lake ports was closed last year and 
open this, but in no week so late in the season have there 
been large lake shipments. Of the shipments, 282,154 
bushels, or 18 per cent., were down the Mississippi—the 
largest since << The receipts of the Atlantic ports are 
smallest since 1875, and 1,625,006 bushels (37 per cent.) less 
than last year. Compared with the previous weeks of this 
year there is a large increase (900,000 bushels and 35 per 
cent.) over the week before in the Northwestern receipts, 
and a small increase in Northwestern shipments ; but the 
latter are the smailest since March, with the exception of 
those of the previous week. The receipts of the Atlantic 
ports, on the other hand, are 1,258,000 bushels (82 per 
cent.) less than the week before, and the smallest since the 
middle of February. In spite of snow blockades there was 
but one week in December last year (the last week) when 
they were so small. 

Of the Northwestern receipts Chicago had 47.7 per cent., 
St. Louis 15.9, Peoria 13.0, Milwaukee 11.3, Toledo 4.4, 
Duluth 3.5, Detroit 2.6, and Cleveland 1.6 per cent. Chicago 
again has a low per centage, but larger than the week 
before; St, Louis’ receipts are about the same as before lake 
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navigation clesed, while Chicago’s naturally, have fallen off. 
Mi!lwaukee’s, however, are the for seven weeks, 

Of the Atlantic receipts New York had 54.5 per cent., 
Boston. 15.7, Baltimore 14.6, Philadelphia 10.4, New 
Orleans 2.9, Portland 1.8, and Montreal 0.1 per cent. New 
York’s proportion is smaller than of iate (for November it 
was 64 per cent.), but larger than usual in winter. Boston 
has aa exceptionally large proportion, and New York and 
Boston together have 70.2 per cent. of the whole, while, last 
year, they had 49.6 per cent. The New Orleans receipts 
remain inconsiderably Jess than the average in November, 
and not one-fourth the average of November last year. 

Exports from Atlantic ports for five successive weeks 








have been: 
——- Week ending.— —_—_- 
1881. Dec. 6. Nov. 30. Nov. 23. Nov. 16. Nov.{9. 
Flour, bbls.. 55,378 68,197 59,*55 80,671 42,202 
ers — Naa 1,891,384 2,196,395 2,143,163 2,473,746 1,841,120 
Flour, bbls... 122,999 101.826 142,442 112,022 130,806 
Grain, bu... 2,469,577 3,602,963 4,112,718 4,692,9°3 4,701,048 


At this time exports began to fall off last year. 
Receipts and shipments at Chicago and Milwaukee for the 
week ending Dec. 9 have been : 


1881. 1880. Ine. or Dec P. 
Receipts ....... 1,918,986 3,321,891 OD. 1,402,905 42.2 
Shipments...... "1,314,007 958,629 =i. 355,878 37.1 


For the week ending Dec. 9 receipts and shipments at 
Buffalo were : 


1881. ; 1880. Decrease. P. c. 
Receipts. ........... 457.500 15003,600 546,100 54.4 
Shipments. ........ 648,100 1,003,600 355,500 35.4 


There were but 37,000 bushels received by lake this year. 
against 194,000 last, and there were’ no shipments by canal 
in-either year. 

Receipts at four Eastern ports for the week ending Dec. 9 


have been : 
New York. Boston. Phila. Baltimore. Total. 
- 5,824 446,363 155,038 461.660 2,088,885 
P. c. of total 49.1 21.4 74 22. 100.0 
pee. 1,566,664 309,77t 756.100 993,481 3,626,019 
P. c. of total 43.2 8.5 20.9 27.4 100.0 


While New York’s receipts are a third less than last year, 
Boston’s are nearly one-half more, Philadelphia’s little more 
than a fifth as great and Baltimore’s not half as great. Of 
the New York receipts 164,724 bushels (16 per cent.) were 
by canal this year. There were no canal receipts last year. 








OLD AND NEW ROADS, 


Atchison, Topeka & Santa Fe.—It is reported that 
an extensive conspiracy has been discovered by which this 
company has been swindled, by a combination of section- 
masters, boarding-house keepers and others on the line, who 
have carried fictitious names on the pay-rolls. Several ar- 
rests have been made. Some wild statements were made as 
to the amount Jost, but officers of the company state that it 
is — below $100,000, and a large part of it can be re- 
covered, 


Atlantic & French Broad.—Negotiations are in prog- 
ress for a consolidation between this South Carolina com- 
pany and a Tennessee organization known as the Mcrris- 
town & Cumberland Gap Company. The charters of the 
consolidated company will cover a line from Columbia, S. 
C., to the Kentucky state line at Cumberland Gap. It is 
stated that a New York construction company has made an 
offer to build the road. 


Boston, Hoosac Tunnel & Western.—It is reported 
that work has been stopped at several points on the line 
through the Mohawk Valley. 

The courts have dissolved the injunction obtained to pre- 
vent the New York, West Shore & Buffalo from grading on 
eo claimed by this company through Westmoreland, 


Boston, Lowell & Concord.—In the matter of the 
application for an injunction against the contract between 
the Boston & Lowell and the Concord companies, the New 
Hampshire Supreme Court on Dec, 9 rendered the following 
ep inion: 

es The plaintiffs charge a fraudulent conspiracy and actual 
damage to their interests as stockholders. They offer uo 
evidence of fraudulent conspiracy or actual damage to them 
or anybody else; they ask for a temporary injunction on 
the ground that the contract is beyond the corporate power 
of the Concord Railroad, and yet there cannot be any possi- 
ble evidence to show that it is within that power. The de- 
feridants claim that on the question whether the contract is 
within the clause of the charter, granting such powers as 
may be necessary to carry into effect the pur- 
poses of the charter, there is material of compe- 
tent evidence without which the question of temporary in- 
junction cannot be legally or fairly decided. Whether there 
can be facts prove : by extraneous evidence competent to be 
considered on the question of incidental power, is the ques- 
tion which the plaintiffs desire to argue. We are of opinion 
that a discussion of the question will not be useful. It will 
be a discussion of a supposed state of facts and the decision 
will be of a hypothetical case. We decline to hear further 
argument without the facts which it is claimed are material 
tobe known. To go on without them would be to leave the 
defendants to state what they think they can prove and to 
act upon their statement. Whether there are any facts 
material to be known is a question we cannot decide until 
we are informed what the facts are. The parties may con- 
fer upon the course to be taken to bring the facts to our 
knowledge.” 

Boston & Maine.—At the annual meeting, Dec. 14, 
resolutions were authorizing the directors to apply to 
the Legislature for leave to build the pro elevated pas- 
senger tracks from Mystic River to the Haymarket Square 
Station in Boston; also to provide for an issue of bonds to 
pay the cost, estimated at from $1,000,000 to $1,500,000. 
‘The plan proposed was referred to in the annual report of 
the company. 


Cairo & St. Louis.—It is reported that negotiations 
are in progress for the lease or purchase of this road in the 
interest of the Texas & St. Louis Company, which is now 
extending its road from Texarkana to Cairo. 


Canadian Pacific.—The following review of the work 
done on this road is -—_ by a ere: Sag apace 
work has progressed on the line rapidly durin: e past 
season. Track is now laid 180 miles west from Winnipeg to 
Gopher Creek. G: is now completed 60 miles beyond 
the end of the track, and also partly finished 60 miles still 
further west. Beyond that extreme point the line is located 
and surveys have been made from there across the valley of 
the Saskatchewan and Bow River to Columbia River. No 
more work will be done in that direction this winter, but 
labor will be employed in getting out construction 
material for a early start in the spring. 
In British Columbia 127 miles are being graded. 

There are now 800 miles of road in o ion from Brock - 
vilte and Ottawa to Calendar, on the east side of Lake 
A number of men are working from the 
Algona on Lake Huron. — are lo- 
cating a line around the north shore of Lake Superior from 


‘Sault Ste. Marie to Thunder Bay, which will connect the 


Eastern Division with the Western at that point. The sur- 
vey will be ready to come in next summer. The old gov- 
ernment survey Si wiles north has beer abandoned by 
the syndicate. On the line from Thunder Bay to Winnipeg 
a gap of 54 miles, between Rat Portage and Eagle River, is 

et to be laid with track. The whole line will be finished 
Aug. 1, 1882.. The several branches ordered bave been 
nearly all located. 


Central, of New Jersey.—It now appears that the 
agreement giving the Pennsylvania joint use of the Long 
Branch Division extends to the whole line from Bay Head to 
Perth Amboy, so that the Pennsylvania can run trains 
through from New York to Long Branch, using its own line 
as far as Perth Amboy. 


Central Vermont.—aA dispatch from Boston, Dec. 13, 
says: ‘‘The unsatisfactory business relations between the 
roads forming the Central Vermont Line, between Boston 
and Rouse’s Point and St. John, P. Q., over which the busi- 
ness of the Grand Trunk and Ogdensburg & Lake Cham- 
plain roads is forwarded, bave been ended. A traffic con- 
tract has been signed by the representatives of the Central 


«| Vermont, Northern, Lowell and Concord railroads by the 


terms of which the roads between the White River Junction 
and Boston, so far as the business controlled by the contract 
is concerned, are to be under the management of the Central 
Vermont. The contract provides for the constructiou of 
freight and passenger cars, to be owned in common, and to 
be marked ‘ Boston & Montreal Express—Central Vermont 
Line.’ It is expected that the time between Boston and 
Montreal will be much shortened.” 


Chesapeake & Ohio.—This company has begun to run 
a regular train through from Richmond, Va., to Lexington, 
Ky., 559 miles, a car from this train going through to Cin- 
cinnati by the Kentucky Central from Lexington, while 
close connection is made through to Lonisville also. The 
compary has also begun to heul West Virginia coal to 
Louisville and Cincinnati. The distance from Richmond to 
Cincinnati by this line is 658 miles, and to Louisville 653 
miles. The distance by the Baltimore & Ohio from Balti- 
-—— to Cincinnati is 579 miles, and to Louisville, 707 
miles. 

In an interview published in the Louisville Courier- 
Journal, President Huntington, of this company, says: ‘“‘I 
have come to see what facilities for doing business I can ob- 
tain here. My original iutention was to strike the Ohio at 
Louisville. Just how much business we will do here will de- 
pend on how much it will cost todo that business. If it 
costs two or three cents more to do busiuess here than else- 
where, we will be forced to do what we can elsewhere. We 
will within a few days be running through cars from Louis- 
ville and from Cincinnati to Newport News. By April 1 
we will be running cars fron: Memphis to Newport News, as 
tbe lease of the Cecilian Branch has been agreed on, and we 
will change the gauge from here to Memphis within the next 
four weeks to 4 ft. oie in. We will have free use of the line 
from here to Lexington. We hope to build a line between 
Louisville and Lexington before very long. Within twelve 
months the trans-continental line from San Francisco to 
Newport News will be finisbed.” 


Chesapeake, Ohio & Southwestern.—This company 
has secured the right to lay a track aleng the levee at Mem- 
phis, Tenn., which is considered a valuable privilege. 


Chicago, Milwaukee & St. Paul.—The weather has 
thus far been exceptionally favorable for railroad work, and 
the following statement is made by the engineer in charge 
of the progress made on this company’s Council Bluffs line: 
‘*By January it is expected to have the track laid from 
Marion west to Coon Rapids. The Des Moines River will be 
crossed on a temporary trestle bridg:, and stone for the 
abutments of the bridge brought in afterward. Another 
section from Neola west to within three miles of Council 
Bluffs will be completed by Jan. 1. This will complete 200 
miles of track, leaving 69 miles to lay in the spring. It is ex- 
pected that all the bridging on the part of the grade not 
ironed will be finished by New Year’s Day east of the Des 
Moines River. The grading is finished. West of that 
stream there is only about 100,000 yards of earth to move, 
and the weather and roads are in excellent condition for 
railroad work. The line bas been built with 7 ante 
flat curves, laid with heavy steel rails and well ballasted. 
It is the intention of the company to make it the best piece 
of road of its length west of the Mississippi.” 


Chicago & Northwestern.—The Iowa & Southwest- 
ern Branch is now completed from Carroll, Ia., on the Iowa 
Division, 94 miles east of Council Bluffs, southwest to Kirk- 
man, 35 miles. This place, which is a few miles from Har- 
lan, tbe northern terminus of the Harlan Branch of the 
Rock Island road, will be the terminus of this branch. 

Work is in progress on the Audubcen Branch of the above, 
which starts from Manning, 1714 milessouthwest of Carroll, 
and is graded from Manning southwara to Audubon, 16.8 
miles. Audubon is the northern terminus of another branch 
of the Rock Island road. 


Chicago, Pekin & Southwestern.—Receiver Reed 
reports for September and October as follows: 


i CEE Acs, isc kbeseW ene oecceesses'beose $7,541 

ST Peter Eeee 51,270 

a ELE ESS: Gb sscsecsncscveveavecedsstedeets 29,513 

Rs nt GiGhCuee Rees ess abe cece ore - $88,324 
Disbursements in September.......... ..........+++ $38,512 
™ EE Wkbnscbes , nopsapysovnane 41,785 

—— 80,297 

RE Sh causncchbephkcacnne. Spcakpoasses. sons $8,027 


The receipts for the two months were $486 in excess of the 
disbursements. 


Chicago & Peoria.—Tbis company has filed articles of 
incorporation to build a railroad from Peoria, Il]., to Chi- 
cago, on the most direct practical line. The capita] stock is 


’ J 


Cincinnati & Eastern.—This company has decided 
to change its road from 3 ft. to standard gauge as soon as 
possible. Theextension eastward now in progress will be 
made of 4 ft. 81¢ in. gauge, and the old road changed as 
soon as the necessary preparations can be made. 


Cincinnati, Selma & Mobile.—This company was 
organized at Selma, Ala., Dec. 12. It is one of the corpo- 
rations organized and controlled by the Erlanger or Alabama 
Great Southern syndicate, and will own and operate the old 
Selma & Greensboro road and the extension of the same to 
Eutaw, on the Alabama Great Southern. An extension 
from Selma southward is also proposed. 


Connotton Valley.—The extension of this road south- 
ward has been completed from the old terminus at Dell Roy, 
0., to Sherrodsville, 71¢ miles. Regular trains will begin to 
run about Jan. 1. 


Credit Valley.—It is stated that the reported sale or 
lease of this road to the Great Western is somewhat pre- 
mature. s are in progress, but have not yet 





been completed, 





Danville & St. Louis.—The St. Louis & Eastern Com- 
pany has been consolidated with this company. Both com- 
panies projected lines from Danville to East St. Louis, but 
nothing has been done by either of them. 


Detroit, Mackinac & Marquette.—The last rail on 
this road was iaid Dec. 9, completing the road from 
Marquette, Mich., to Point St. Ignace on the Straits of 
Mackinaw, a distance of 150 miles. The road runs through 
the centre of the Upper Peninsula of Michigan, aud has.a 

ant from the state of the swamp lands on the line, includ- 
ing some valuable timber and other lands. It will connect 
by a steam ferry about four miles longfacross the Straits with 
the Michigan Central, whose track is now nearly finished, 
and with the Grand Rapids & Indiana, whose extension 
will reach the Straits in the spring. Regular trains will 
soon begin to run over the road. 


East Tennessee, Virginia & Georgia.—The track 
on the North Carolina Division is now laid to Paint Rock, 
on the live between Tennessee and North Carolina, five 
miles beyond the late terminus at Wolf Creek and 45 miles 
from the main line at Morristown. At Paint Rock connec- 
tion will be made with the Western North Carolina road, 
now nearly finished to that point. 

The grading on the extension of this company’s Macon & 
Brunswick line from Macon, Ga., to Atlanta, is now well 
— and trachlaying will be begun at Macon about 

an. 1, 

On the line from Atlanta to Rome the grading is also well 
pees, and the tracklaying has been begun at the Rome 
end. 


Fayetteville & Winston.—Surveys have been com- 

leted for this road from Fayetteville, N. C., northwest by 

eep River and High Point to Winston, about 115 miles, 
and work will soon be begun. An extension from Winston 
to Mt. Airy, 35 miles, is now being surveyed. 


Fitchburg.—The second treck on the Vermont & Mass- 
achusetts Division is now completed to Templeton, Mass., 
19 miles west of Fitchburg, and will soon be open to Bald- 
winsville, two miles further. 


Ft. Wayne, Cincinnati & Louisville.—This com- 
pany has filed articles of incorp»ration in Indiana; capital 
stock, $4,000,000, It is organized by the bondbolders who 
bought the Ft. Wayne, Muncie & Cincinnati road at fore- 
closure sale, as successor to that company. 


Fredericton.—The engine-house of this road at Freder- 
icton, N. B., was burned on the morning of Dec. 7. An en- 
gine in the building was very badly damaged, two cars and 
a quantity of material destroyed. 


Hartford & Connecticut Valley.—At the annual 
meeting, Dec. 13, the directors were instructed to apply to 
the Massachusetts Legislature for leave to issue $100,C00 
bonds to be used in building the extension of the road in 
that state. 


Hoosac Tunnel & Lake Ontario Line.—This pro- 
jected line is made up by three companis, two in Vermont 
and one in New York. The Bennington Cut-off Company is 
to build from the Hoosac Tunnel to Bennington, Vt.; the 
Middletown Springs & Tinmouth from a point on the Ben- 
nivgton & Rutland road north of Bennington to Orwell on 
Lake Champlain, and the Lake Champlain & Lake Ontario 
from the west side of Lake Champlain to Sackett’s Harbor, 
N. Y. The Vermont corporations are organized under old 
charters, and have, it is claimed, secured stock subscriptions 
enough to warrant them in beginning work at once. 


Illinois Central.—The Chicago Tribune says: “This 
company has begun the sale of round-trip tickets to subur- 
ban pvints. To Douglas, Oakland, Forty-third street, Ken- 
wood and Madison Park, where the single-trip fare ranges 
from 13 to 19 cents, the round-trip is 25 cents; to Hyde 
Park, South Park and Woodlawn, single-trip fare ranging 
from 20 to 24 cents, the round-trip fare is only 25 cents; to 
Oakwoods, Parkside and Grand Crossing, where the single 
fare ranges from 28 to 29 cents, the round-trip fare is 30 
cents; to East Roseland, Pullman and Kensington, where 
the single fare ranges from 36 to 44 cents, the round-trip 
fare is 50 cents. The round-trip tickets are not good on 
through trains, including the Gilman accommodation.” 

Grand Crossing is 10 and Kensington 15 miles from the 
station in Chicago. 

The company’s statement for November shows earnings as 
follows: 


1881. 1880, Decrease. P.c. 

SIT $585.826 $606,905 $21,079 3.1 
PEG Seawedpbehs 000. dan 162.409 176,214 13,805 7.8 
pe i 2s, tu od $748,235 $783,119 $34,884 45 


During November, 1881, the land sales were 1,212.30 
acres for $6,521.38, and the cash collected on land contracts 
was $9,414.14. 


Indiana, Illinois & lowa.—Tracklaying on this road 
was begun some time ago at the crossing of the Wabash, St. 
Louis & Pacific’s Chicago Division at Reddick, Ill., and the 
latest report is that track has been laid from that point east - 
ward toward Kankakee, 814 miles, and westward four miles. 
The tracklaying force has been somewhat delayed by wait- 
ing for the bridges to be finished. 


International & Great Northern.—Trains on this 
road now run to Encinal, Tex., 114 miles west by south 
from San Antonio and 19 miles beyond the last point noted. 
About 40 miles remain to complete the track to Laredo on 
the Rio Grande. 


Leavenworth, Olathe & Southern Kansas,—This 
company has been organized to build a railroad from 
Leavenworth, Kan., to Olathe, and thence to some point in 
Southern Kansas not yet decided on. 


Lehigh Valley.—The Buffalo Express says: ‘‘ There is 
increasing evidence that the Lehigh Valley Railroad Com- 
pany have fully made up their minds to construct an inde- 
pendent line to Buffalo. Three routes p~esent themselves. 
First, to continue their Geneva line direct to Buffalo from 
that point. But to do that they will be compelled to avoid 
the grade through Ithaca by leaving the present line a few 
miles below, at Danby, and following the aban- 
doned road-bed, surveyed and partially graded, 
to reach the elevated region between the lakes by a 
slight incline, compared with the present route through the 
deep valley in which Ithaca is situated. Second, the com- 
pany could prolong their line from Waverly through the 
Chemung Valley to Watkins and along the east side of the 
lake to Geneva and Buffalo by the first design. Third,a 
survey is to be made by the river to Pig Flats, taking in the 
old Wilcox Driving Park, as the prospective depot and shop 
grounds, and from Big Flats, via Corning and Hornellsville 
to Buffalo The last seems to be a favorable route, and 
stands a good chance for adoption.” 


Long Island.—This semana has executed a mortgage 
to secure a pro) issue of $5,000,000 new 5 per cent. 
bonds, having 50 years to run. The mortgage covers all 
the property owned, all the interests in other roads and all 
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the leasehold interests which are now owned or may be 
hereafter acquired. It is intended to replace all the present 
outstanding bonded debt with the new bonds as fast as pos- 
sible. 


Louisville, New Albany & St. Louis.—Track on this 
road is now laid from New Albanyy Ind., westward 15 
miles, and the contractors expect to reach Milltown, 30 
miles, by the end of the year. Tracklaying has also been 
begun from Huntington, Ind., eastward. 


Manhattan Elevated.—A suit has been begun in 
the New York Supreme Court to establish the validity of 
the new agreement with the New York and the Metro- 
politan Elevated companies. The Court has granted a 
temporary injunction against suits brought to break the 
agreement. 


Marietta & Cincinnati.—By the plan of reorganiza- 
tion as agreed upon by representatives of the various inter- 
ests the Baltimore & Ohio agrees that the Cincinnati & 
Baltimore and Baltimore Short Line companies, of which it 
is chief owner, shall be consolidated with this company ; it 
also agree to cancel and abandon al! claim on the $4,500,000 
Hillsboro Branch bonds which it holds and which have been 
in dispute. ‘The new securities provided tor in the reorgani- 
zation are as follows: 

1. Preferred mortgage bonds, gaat 6 per cent., $500,- 
000, to provide for Receiver’s debts. 

2. First-mortgage, 444 per cent., 50-year bonds, to be 
guaranteed by the Baltimore & Ohio, to be exchanged, $4,- 
591,250 for present first-mortgage bonds and accrued inter- 
est; $1,388, for Baltimore Short Line stock and back 
rental; $1,250,000 for Baltimore Short Line and Cincinnati 
& Baltimore bonds, $300,000 for interest on Scioto & Hock- 
ing Valley bonds. ; 

3. Second-mortgage, 5 per cent., 50-year bonds, $3,000,- 
000, to be issued for present second-mortgage bonds and 
accrued interest. ; ; 

4, Third-mortgage, 50-year bonds, interest 3 per cent. for 
10 years and 4 per cent. thereafter, $2,304,623, to be issued 
for balance of second-mortgage interest and two-thirds of 
principal of present third-mortgage bonds. 

5. First-preferred 5 per cent. income bonds, $3,286,840, 
for one-third present third-mortgage bonds, interest on third- 
mortgage rind assessments to be paid on stock. 

6. Second-preferred 5 per cent. income bonds for present 
fourth-mortgage bonds, $4,000,000. 

7: Preferred stock, $13,621,608, for present first-preferred 
stock, one-half present secord-preferred stock, accrued in- 
terest and floating debt claims; this stock to pay an assess- 
ment of 5 per cent. 

8. Common stock, $6,902,358, for balance of present sec- 
ond-preferred stock, accrued fourth-mortgage interest, float- 
ing debt interest and present common stock; this stock to 
pay an assessment of 3 per cent. 


Midland, of Canada.—The stockholders and bond- 
holders of this company have ratified the agreement of con- 
solidation with the Toronto & Nipissing, the Victoria, the 
Whitby, Port Perry & Lindsay and the Grand Junction 
companies. 


Milwaukee, Lake Shore & Western.—Arrange- 
ments have been completed for the extension of the North 
Branch of this road to Ontonagon, Mich. The section of the 
road north of the Menominee River will be built by the 
Vieux Desert & Superior Company, which has just been or- 
ganzied in Michigan. 


Mississippi Valley & Ship Island.—Tiack on this 
road is now completed to Ingleside, Miss., eight miles be- 
ond the late terminus at the Big Black, and 25 miles from 
Jicksburg. Grading is well advanced towards Port Gibson. 


Newark, Delaware & Norihwestern.—This company 
has been organized to builda railroad from Newark, O., 
northwest to Lima, about 110 miles. 


New Bonds.—New issues of bonds have recently been 
put on the market as foilows: 

Chicago & Exstern Illinois 6 per cent. extension bonds, 
having 50 years to run, are offered by C. T. Wing, New 
York, at 102!4 and interest. The issue is only $250,000, 
secured on the extension of the Grape Creek Branch toa 
connection with the Danville, Olney & Obio River road. 

South Carolina Railway first-consolidated 6 per cent. 
bonds, having 40 years to run, are offered by John 8. 
Barnes and Chase & Higginson, New York, at 102!) and 
interest. The amount offered is not stated; the total issue 
authorized is $5,000,000. They are bonds of the new com- 
pany as reorganized. 


New Haven & Derby.—This road is to be extended 
from Derby, Conn., westward about five miles to the manu- 
facturing village of Shelton. It is believed that business 
enough can be secured from the extension to pay for its 
cost. 


New Orleans Pacific.—Track is now laid fromm Shreve- 
port, La., southeast to Cheneyville, 160 miles. At Cheney- 
ville connection is made with Morgan’s Louisiana & Texas 
road, now in operation from that place to New Orleans, so 
that there is now a through rail line from Shreveport to New 
Orleans (or rather to Westwego, opposite New Orleans, on 
the Mississippi), 364 miles. There still remains a gap in the 
New Orleans Pacific of 42 miles, from Cheneyville to the 
Atchafalaya, on which work 1s in progress. 


New Orleans, Red River & Texas.—Surveys have 
been begun for this road from the Mississippi at the mouth of 
Red River, westward through Avoyelles Parish, La. The 
survey is to be continued westward to the Texas line. 


New York & Manhattan Beach.—Negotiations have 
been concluded for the lease of this road to the Long Island 
Railroad Company. The company operates about 23 miles 
of road, forming two routes from New York to Coney Island; 
one of them crosses the Atlantic Avenue Division of the 
Long Island read at East New York. The Manhattan 
Beach road was built and is owned by Austin Corbin and 
others, the same persons who now own the controlliug in- 
terest in the Long Island road. The Manhattan Beach road 
is narrow gauge, but a third rail for standard gauge will be 
laid, 


New York & New England.—Regular trains began 
to run through to the new terminus at Fishkill, N. Y., Dec. 
12. The steamer * Maryland,” formerly used on the trans- 
ferat New York, has u put upon the ferry across the 
Hudson between Fishkill and the Erie at Newburg, and the 
transfer of freight and coal cars begins this week. — . 

This company now owns or controls the following lines: 
Boston to Hudson River, 228 miles: Providence to W illi- 
mantic, 59 miles; Brookline <0 Woonsocket, 34 miles; Wor- 
cester to Norwich and Allyn’s Point, 66 miles; Springfield 
to East Hartford, 29 miles; branches to Providence, South- 
bridge, et., 47 miles—463 miles in all. Added to this is the 
Norwich & New York Transportation Line, running to New 
York, with a fleet of five steamers, 116 miles; making a 

nd total of 579 miles. The transfer steamer on the Har- 
em River, a link in the Philadelphia & Washington line, is 
owned in common with the New York, New Haven & Hart- 





ford. The new steamer to take the place of the Maryland 
has been named the ‘‘William T. Hart,” a compliment to the 
late President of this company. 


Norfolk & Western.—This company publishes the fol- 
lowing statement for the nine months from Feb. 1 to Oct 31: 
’ 1880 Inc.orDec_  P.c. 

24.59 $1,516,531.85 I. $150,092.74 99 
Expenses...... 783,585.24 841,516.54 D. 57,931.20 6.9 


Netearn.. .. $883,039.25 $675,015.31 I. $208,023.94 30.8 
P. c. of exps. 47.0 55.5 D. BA. .% 

The large saving in expenses for the year.1881 is due to 
the very greatly improved condition of the roadway and 
equipment. 4 

he gross earnings in November were : 1881, $216,438.54; 

1880, $209,046.81; increase, $7,391.73, or 3.5 per cent. , 

Th2 local passenger rates and local freight rates (reduced 
June Land Aug. 1, 1881, respectively, in order to further the 
Iccal interests of the road) being about 25 per cent. lower 
than in November 1880, the above incfease iri gross earn- 
ings is equivalent to an increase of 38 per cent. in the vol- 
ume of business over that of Nuvember, 1880. 


Northera Pacific.—Work is progressing on the exten- 
sion from Duluth, Minn., eastward tv Ashland, Wis., and 
arrangements are being made for a connection with the 
Wisconsin Central at that point. 

Nearly 3,000 men are reported at work on the extension 
from Ft. Keogh, Montana, the new terminus, westward to 
Coulson, 122 miles. 

The Fergus Falls & Black Hills Branch is reported nearly 
completed from Wadena, Minn., westward to Fergus Falls 
on the St. Paul, Minneapolis & Manitoba road, a distance of 
about 50 miles. 


1881 
Gross earn..... $1,6 36,6 








Oregon Railway & Navigation Co.—The line from 
Walla Walla, Wash. Ter.,northeast,is now completed to Texas 
Ferry on Snake River, 28 miles beyond the late terminus at 
Boiles Junction, where the Dayton Branch diverges, and 54 
miles from Walla Walla. The company now has a continuous 
line from the Dalles along the south side of the Columbia to 
Wallula, and thence by Walla Walla to Texas Ferry, a dis- 
tance of 211 miles. The grading is in progress from Grange 
City, on the north side of Snake River, towards Colfax. 


Pacific Mail Steamship Co.—Conference committees 
appointed by this company and the Union Pacific have so 
far failed to agree upon any basis for a new contract for 
the maintenance of rates between New York and San Fran- 
cisco. The Pacific Mail threatens to cut rates and to take 
freight at such rates as it can obtain, ifno new agreement is 
made. 


Pennsyivania.—Tracklaying has been begun on the loop 
line from Cresson, Pa., to Petersburg, which follows mainly 
the line of the old Portage road. 

With the time-table which took effect Dec. 11, this com- 
pany has materially shortened the time of its fast train from 
New York to St. Louis. The gain in time, however, is 
mainly west of Pittsburgh, as very little could be saved on 
the main line, where the time was already fast. 


Peoria Belt.—This company has been organized to build 
a belt or transfer road around the city of Peoria, Ill., con- 
necting all the lines entering that city. The capital stock is 
fixed at $250,000. 


Peoria, Decatur & Evansville.—This company has 
completed and opened for business a branch from Stewarts- 
ville, Ind.. eastward to New Harmony on the Wabash River. 
It is six miles long and trains begin to run regularly over it 
on Dec. 20. 

Philadelphia & WReading.—The Special Master’s 
audited statement of the Receivers’ cash receipts and dis- 
bursements is as follows: 


Railread Co. 
$364,795.05 


Coal & Iron Co. 


Balance Sept. 1.......... $10,292.11 








Receipts........ ... ....++.. 3,380,251.60 1,528,147.54 
UE cis enadioe keke eee $3,685,046.65 $1,538,439.65 
Disbursements..... aoa 3,127,422.73 1,485,572.25 


Balance, Oct. 1....... $557,623.92 
It is reported that the Bond management is preparing a 
plan of settlement which will be made public before the an- 
nual meeting. 
Both the Bond and the Gowen parties continue to claim a 
majority of the stock secured for the election. 
Counsel for McCalmont Brothers on Dec. 14 filed a bill 
asking for the appoinment of a special master to preside at 
the annual meeting and supervise the election of directors. 


Providence & Worcester.—On Dec. 12 the trains of 
this road began to use four miles of additional second track, 
extending from the reverse curve above Nerthbridge, Mass., 
to a point 11¢ miles above Whitin’s station, making a double 
track for 28 miles from Providence. 


Quakertown & Delaware River. — Surveys are 
being made for this proposed road from the North Pennsyl- 
vania at Quakertown, Pa., northeast through the northern 
part of Bucks County to the Delaware at Durham. The 
distance is about 15 miles, through a very rich farming 
country. 


Richmond & Allegheny.—Two branches of this road, 
which are expected to bring it considerable traffic, are nearly 
finished; both are built by separate companies. The Buck- 
ingham Branch will extend from Bremo Bluff, Va., along the 
James River and Slate Creek to the large slate quarries in 
Buckingham County. Itis five miles long and will not be 
finished this year; it is built by the Buckingham Railroad 
Company. 

The second branch is built by the Henrico Coal Com»any, 
and will be 64¢ miles long, from Lorraine northward to the 
Henrico coal mines. It will be completed very soon. 


Richmond & Louisville.—The Richmond (Va.) State 
says: ‘‘The scheme of building a new railroad system 
through Virginia and Kentucky has been revived. The 
stockholders of the Richmond & Southwestern Railroad met 
at Alexandria on Monday, and adopted resolutions consoli- 
dating that company with the Virgmia, Kentucky & Ohio 
Raiiroad Company. The stockholders of the latter company 
will meet at Saltville, Va., and adopt similar resolutions of 
consolidation with the Richmond & Southwestern. The 
consolidated comp2ny is to be known as the Richmond & 
Louisville Railroad Company. This isto be followed by the 
consolidation of two Kentucky railroads, the Richmond & 
Southwestern and the Paris, Georgetown & Frankfort, with 
the same Richmond & Louisvillervad. The entire road will 
then be under one organization in Virginia and Kentucky. 
The stockholders of the proposed Richmond & Louisville road 
will meet at Alexandria, Jan. 11 next, to organize fully, 
elect officers and prepare for work. This will bea combi- 
nation of chartered railroads, surveys of which have ben 
made. It is proposed to build a line from the mouth of Wolf 
Creek, on New River, to the Kentucky line, then on to 
Georgetown, Paris, Frankfort and Louisville, Ky.—400 
miles. A branch from Virginia, through Cumberland Gap, 
to the Tennessee line ; a Saltville Branch to the plaster de- 
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posits of Smyth and other counties, and a New River road 
to the North Carolina line.” 


Richmond, York River & Chesapeake.—At the an 
nual meeting in Richmond, Dec. 13, the stockholders unan- 
imously ratitied the lease of the road to the Richmond & 
Danville Company, made in July last. 


St. Johnsbury & Lake Champlain.—Work has been 
begun on a branch from North Concord, Vt., to Victory, 
about 10 miles. It is built chiefly to carry lumber, and par- 
ties interested in the lands crossed by the branch have 
agreed to pay for the grading and ties. 


St. Louis, Ft. Scott & Wichita.—Track on th‘s 
road is now laid to Yates, Kan., 52 miles westward from 
Ft. Scott and 10 miles beyond the late terminus at Iole. 
Work is in progress beyond the new terminus. 


St. Louis, Keokuk & Northiwestern.—At the annual 
meeting in Keokuk, Ia., tho stqekholdérs formally voted to 
ratify the lease of the road -t6:the Chicago, Burlington & 
Quincy Company. It will take effect Jan. 1. The road ex- 
tends from Keokuk, Ia., down the west bank of the Missis- 
sippi to St. Peter, Mo., 139 miles, with a branch from 
Keokuk to Mt. Pleasant, 48 miles. 


Securities on the New York Stock Exchange.-- 
The following securities have been placed on the lists at the 
New York Stock Exchange : 

Atlanta & Charlotte Air Line, first-mortgage preferred 
bonds, $500,000; income bands, $750,000. 

Buffalo & Southwestern, preferred stock, $471,900; com- 
mon stock, $471,900; first-mortgage bonds, $1,500,000, 

Chicago, Milwaukee & St. Paul, additional lowa & Dakota 
Division extension bonds, $187,000. 

Columbia & Greenville, preferred stock, $1,000,000; com- 
mon stock, $1,000,000; first-mortgage 6 per cent. bonds, 
$2,000,000; second-mortgage 6 per cent. bonds, $1,00,000. 

Denver & Rio Grande, additional consolidated bonds 
$2,000,000. 

Indianapolis Decatur & Springfield, preferred stock, 
$2,850,000. 

Oregon & California, preferred stock, $12,000,000; com- 
mon stock, $7,000,000. 

Oregon & Trans-Continental Co., stock, $15,760,000, 

Rome, Watertown & Ogdensburg, certificates of Farmers’ 
Loan & Trust Co. for consolidated bonds and stock deposited 
under agreement of reorganization. 

Texas & Pacific, additional first-mortgage bonds Rio 
Grande Division, $1,250,000. 

Utah Central, stock, %4,250,000; Southern Extension 
bonds, $1,950,000. 

Wabash, St. Louis & Pacific, St. Charles Bridge bonds, 
$1,000,000; Iowa Division bonds, $2,269,000; Indianapolis 
Division bonds, $2,275,000; Detroit Division bonds, $2,052,- 
000; Cairo Division bonds, $3,857,000; additional general 
mortgage bonds, $2,500,000. 


Syracuse, Chenango & New York.—A recent pui- 
chase of the bonds of this road has placed all of them, ex- 
cept about $15,000. in the hands of the Boston, Hoosac 
Tunnel & Western Company. It is understood that this 
purchase will end the contest for the control of the Chenango 
road, 


Texas Trunk.—Last week a number of attachmerts 
were piaced on the property of this company, which is buii .- 
ing a road from Dailas, Tex., southeast. The local creditors 
decided to combine, and on their application the Court ap- 
pointed a receiver. The contractors for the road have begun 
a suit to recover for breach of contract. 


Tonawanda, Wiscoy & Genesee Valley.—This com- 
pany has been organized to build a railroad from Arcade, 
N. Y., to Canadea, in Allegheny County, a distance of 
26 miles. It is one of four companies organized to extend 
the Tonawanda Valley road from Arcade, N. Y., southward 
by Canadea, Wellsville and the Pine Creek Valley to 
Coudersport, in Potter County, Pa, a distance of 94 miles. 
The line is to be of 3-ft. gauge. The other companies, all 
lately organized, are the Tonawanda, Genesee Valley & Pine 
Creek, the Wellsville, Coudersport & Pine Creek, and the 
Tonawanda Valley & Cuba. 

Wabash, St. Louis & Pacific.—The eastern span of 
the bridge over the Missouri at St. Charles, Mo., gave’ way 
on the evening of Dec. 8, as a freight train was crossing it, 
and the whole train fell into the river, the engineer going 
down with it. The engineer was kil'ed, the fireman anda 
brakeman hurt. The span was 320 ft. long and 65 ft. above 
tbe water and had been considered perfectly safe. No criti- 
cal examination can be made untii the wreck is cleared 
away; meantime theories have been advanced that the train 
had left the track or that the boiler of the engine exploded, 
wrecking the span. Another span of this bridge fell some 
time ago. 

The company will put ina temporary pier and two spans 
of Howe truss until a new iron span can be built. 


Western Union Telegraph.—At a meeting held in 
New York, Dec. 14, the following statement was submitted 
for the quarter ending Dec. 31, earnings for December esti- 
mated : 

PRO MUTERUR, SICb Dice essascsceaccsee, copactiosve $629,759.91 
Net earnings for the quarter........ .......ccsseseces 2.010,527.27 





ie rie 850 cd ie $2,640,287.18 
DRROUOGE. OR DOMES. bc ois ccccscccie .ceceed $107,000 
ING Finck <widever.cscs’ sccanierun 36 20,000 


——-— 427,000.00 


RDO) POUR io ois5 dso v0.04. Teets Jecbales wht $2,213,287.18 

On this statement it was resolved to declare the usual 

quarterly dividend of 114 per cent., which will require 
$1,200,000, leaving a balance of $1,013.287.18 on hand. 


Wilmington, Columbia & Augusta.--At the annual 
meeting, Nov. 22, the stockholders voted to authorize the 
directors to lease or purchase the Central Rzilroad, of South 
Carolina, either alone or in henge ng with the North- 
eastern Railrcad Company hey also voted to authorize 
the board to actin the matter of building or aiding short 
local branches. 

The Central road is now about half finished from Sumter, 
S. C., on this road to Lane’s on the Northeastern road. 


Wilmington & Weldon.--At the recent annual meet- 
ing the stockholders resolved, as heretofore noted, to au- 
thorize the issue of $200,000 new stock for the building of 
the Scotland Neck Branch and to buy new sleeping cars. 
They also voted to authorize the directors to buy in at 110 
such of the $571,000 new 7 per cent. bonds lately issued as 
the holders may be willing to sell on or before Jan. 5 next, 
paying for the same in stock at par, and to authorize the is- 
sue of such amount of stock as may be necessary for this pur- 
pose. They also gave the board power to act upon propo- 
sitions for building branch lines. 


Winton.—A narrow-gauge road two miles long has been 
completed from” Winton, Va., on the Richmond & Alle- 
gheny road, six miles south of Williamson, to the iron mines 
on the Reynolds estate, now owned by D. S. Cook, who has 





also built and owns the road. 





